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DIRECTOR-GENERAL’S STATEMENT
Cooperation that produces results

Transport should create quality of life, but trans-
port is also a refl ection of society. When the economy 
is expanding, then transport volume grows. When 
the economy slows, then traffi c growth slows. Look-
ing back on 2008, in some respects the year has been 
a good year, with a notable reduction in the number 
of road fatalities, a reduction in carbon dioxide emis-
sions, but also with a weaker traffi c development. A 
systematic improvement process is ongoing among all 
parties in the sector. Lorries, passenger cars and buses 
are all becoming safer. Engines are increasingly en-
ergy-effi cient and cleaner. Now we can see the results: 

Measures that have been implemented 
to improve the environment and 

road safety have a visible impact 
when traffi c volume is not on the 
increase. 

Managing growing traffi c vol-
umes in urban areas has been 
helped by the effects of the reces-

sion. However, it has been more 
diffi cult to offer good acces-
sibility outside urban areas 
with the weakening economic 
situation for transport au-

thorities and road users.

Our indicators show that our ambition to achieve 
socio-economic effi ciency has partially been achieved. 
Infrastructure measures implemented have been so-
cio-economically profi table. Congestion charges have 
contributed to greater transport effi ciency, but qual-
ity in the road transport system is more diffi cult to 
maintain. There are some positive tendencies in meas-
urements for long-term sustainability. Reducing our 
dependency on fossil fuels is no longer a utopia, but a 
reasonable long-term development. The reduction in 
fatalities also contributes to long-term sustainability.

Improvements to the road transport system that 
were noted in 2008 are mainly a result of an open and 
trustful collaboration between different sector play-
ers. The disabled adaptation of public transport, as 
well as greater accessibility for children, depends on 
the cooperation of many different parties. The positive 
interaction between vehicle, driver, and infrastructure 
that has led to lower emissions and safer traffi c could 
not have been achieved without a trustful collabora-
tion between various sector parties. Examples of prac-
tical collaborative projects during the year are Climate 
Neutral Transport and Forest Quality. 

This year’s theme is City Congestion. Congestion is 
a global problem. Irrespective of good ambitions and 
major projects, traffi c volume in the world’s main cities 
tends to grow faster than the capacity of the system. 
In our immediate surroundings there are more or less 
successful examples of improvements. The situation in 
Stockholm and Göteborg is problematic, even if the past 
year has shown improvements. Planned infrastruc-
ture measures will however not be complete before 
2017–2020. More effi cient use of existing capacity and 
better organisation of the transport system are possi-
ble measures. Information technology that facilitates 

the interplay between driver, vehicle, road users and 
infrastructure could also be a success factor.

The recipe for success in 2008 has been collabo-
ration and interaction. Let us develop this over 
the coming years, so that the vision of a socio-

economically effi cient and long-term 
sustainable transport system can 
become a realistic goal.

 Ingemar Skogö
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Assessment of this yeAr’s results

Goal achievement is ranked using three levels and marked as follows: 

  Goal has been achieved.   Parts of the goal have been achieved.   Goal has not been achieved.

GoAls GoAl Achievement

the overall goal of transport policy

Transport policy is to safeguard the provision of socio-economically efficient and sustainable    Partially achieved 

transport for individuals and the business community throughout the country. 

Accessibility

Subsidiary goal 

An accessible transport system, where the road transport system is designed to meet    Partially achieved 

the basic transport needs of individuals and the business community. 

Interim goal 1 

Accessibility for citizens and the business community within regions and between regions    Not achieved 

and surrounding areas is gradually to improve.   

Interim goal 2

Accessibility within metropolitan areas and between urban areas is to improve.   Partially achieved

Interim goal 3  

The proportion of functionally disabled persons who can use the road transport system,    Achieved 

including public transport, is to increase. Public transport should be accessible for people  

with functional disabilities by 2010 at the latest.   

Interim goal 4 

The proportion of children and young people who can use the road transport system    Achieved 

unaccompanied is to increase. 

 Interim goal 5

The proportion of pedestrian, cyclist and bus passengers of total short distance travel is to increase.   Achieved

transport quality 

Subsidiary goal 

A high level of transport quality, where the design and performance of the road transport system    Partially achieved 

contributes to high transport quality for individuals and the business community.

Interim goal 1 

The quality of the Swedish road transport system is gradually to improve.   Partially achieved

Report of results 

Summary 
 
The SRA is a national authority assigned with the 
overall sectoral responsibility for the entire road 
transport system. The SRA is to work to ensure that the 
transport policy goals are achieved and to coordinate, 
support and stimulate these areas in relation to other 
stakeholders1. 

The SRA is in accordance with the letter of appropri-
ations for the budget year 2008 to give an account and 
comment in the Sectoral Report on the goal achieve-
ment of the overall transport policy goal, the six sub-

sidiary goals and their long-term interim goals. Re-
sults for 2008 are reported under each subsidiary and 
interim target. The goals relating only to SRA activities 
in 2008 are reported in the Administration’s Annual 
Report. The structure and content of this feedback has 
been drawn up in consultation with Swedish Institute 
for Transport and Communications Analysis (SIKA). 

In our estimation, the overall transport policy goals 
have been partially achieved. Of the 15 transport 
policy subsidiary and interim goals, three have been 
achieved, eight partially achieved and four have not 
been achieved.

1. Ordinance 2007:960.

Report of results
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GoAls GoAl Achievement

safe traffic

Subsidiary goal  

Safe roads, where the long-term goal of road safety is that nobody is to be killed or seriously injured as   Partially achieved 

a result of accidents on the road transport system. The road transport system is to be adapted to the  

conditions required to meet this long-term goal.   

environment

Subsidiary goal 

A good environment, where the design and performance of the road transport system is to    Partially achieved 

contribute to achieving environmental quality targets. 

Interim goal 1  

Carbon dioxide emissions from road transports in Sweden should have stabilised at 1990 levels by 2010.    Not achieved

Interim goal 2  

The number of people exposed to noise levels from road traffic exceeding values recommended by   Not achieved 

Parliament for noise in dwellings is to fall by 5 per cent by 2010 compared with 1998. The most effective  

reduction in disturbances and people exposed to most noise are to be prioritised in order to achieve this  

noise goal.   

Interim goal 3  

By 2010 at the latest, all major water catchment areas (more than 10 m3 per day on average or that are   Not achieved 

used by more than 50 people per year) along the state road network, that are used for drinking water,  

are to fulfil current Swedish standards for good quality drinking water in terms of pollution caused by  

roads and road traffic.   

regional development

Subsidiary goal 

A regional development, where the design and function of the road transport system is to contribute to   Partially achieved 

achieving the goal for regional development policy and to counteract the disadvantages of long transport  

distances. 

Gender equality

Subsidiary goal 

A gender-equal road transport system, that is designed to fulfil the transport needs of both women and   Partially achieved 

men. Women and men should have an equal opportunity to influence the formation of the transport system,  

its design and management, and their values are to be accorded equal importance.    

AnAlysis of results
The SRA’s reporting includes developments in the road 
transport system and results and analyses of its goal 
achievement. The Sectoral Report uses a model where 
the result is reported using fixed parameters and goal 
achievement is assessed based on established criteria. 

In order to offer a complete goal analysis, a clearly 
formulated aim for the goal is needed, as well as a tar-
get year, and knowledge about how various measures 

have influenced the result, i.e. clear effect relation-
ships. It is also important that parameters reflect the 
goal and its aims. A complete goal analysis is difficult 
to achieve, in part as all goals are not concrete and 
some relevant parameters, measurement methods and 
instruments are not available. Conditions for carry-
ing out goal analyses vary between the goals but our 
ambition is continually to develop goal analyses and 
methods.

Report of results
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The overall goal of transport policy

Transport policy is to safeguard the provision of socio-econom-
ically efficient and sustainable transport for individuals and the 
business community throughout the country.

Government control of the trAnsport  
system 
The aim of the overall goal is to achieve a transport 
system that is socio-economically efficient, and en-
vironmentally, economically, culturally and socially 
sustainable. The goal also means we are to achieve a 
transport system that in the long-term and in a sus-
tainable way fulfils the subsidiary goals for accessibil-
ity, positive regional development, transport quality, 
safety, equality, and good environment. 

The overall goal contains requirements for both a 
socio-economic efficient and long-term sustainable 
transport system. The goal covers individuals and 
the business community in the entire country and the 
requirements for sustainability take into account com-
ing generations. 

how well hAve the trAnsport policy  
intentions been fulfilled? 

  Parts of the goal have been achieved.

Goal achievement is based on an overall assessment of 
the results for the three chosen efficiency parameters, 
and also a balanced assessment of efficiency param-
eters with results for the different transport policy 
subsidiary goals. [Fig. 1]

report of results compAred with  
the overAll GoAl  
The overall transport policy goal has several dimen-
sions. For this reason proposed measures in the trans-
port system must be analysed based on targets for all 
dimensions if these efforts are to help to achieve goals. 
Basic data for decision-making should therefore in-
clude analyses of socio-economic efficiency, long-term 
sustainability, effects over time and impact on distri-
bution, as well as an analysis considering subsidiary 
goals. We have chosen to particularly highlight the 
socio-economic dimension and the dimension for long-
term sustainability in reporting the outcome of the 
overall goal. [Fig. 2]

Report of results – The overall goal of transport policy
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Socio-economic efficiency

Three parameters

(1)

(2)

(3) 

Net present value ratio for 
road projects larger than SEK 
100 million and for projects 
opened to traffic in 2008

Degree of internalisation for 
external margin costs

Level of repairs

Long-term sustainability

Two parameters

(1)

(2)

 

Part of the goal was achieved  

Part of the goal was achieved  

Overall assessement

Parameters for socio-economic 
efficiency ~   

Result for the six transport 
policy subsidiasy goals

- Accessibility 

- Transport quality 

- Road safety 

- Environment 

- Regional development 

- Gender equality 

Part of the goal was achieved  

[Fig.1]  method for AssessinG the overAll GoAl

[Fig. 2]  importAnt socio-economic concepts 

socio-economic  
Something termed socio-economic refers to economic relationships in society as a whole, as distinct from business economy, private economy, or state 
economy, referring to businesses, individual, or state finances respectively.

socio-economic analysis 
A collective term for all types of socio- 
economic analysis.

cost-effectiveness
A situation where quantified goals are achieved 
at the lowest possible socio-economic cost.

socio-economic estimate
A socio-economic calculation that also  
includes estimates of relevant effects that  
cannot be quantified or given a value in  
monetary terms.

socio-economic efficiency
A measure is deemed to lead to improvements in the welfare of the community if the profits for those who 
benefit from a change can compensate the losses of those who lose out on it, so that a net improvement 
occurs. The democratic decision system must also consider the new distribution of welfare to be accept-
able. Socio-economic efficiency in the transport sector assumes that the cost of investments is matched by 
individuals’ willingness to pay and that only those types of transports that can cover their marginal costs are 
executed.

socio-economic profitability
Positive current value of all costs and income that 
are associated with resource use or with effects 
and benefits that citizens and companies are 
willing to pay for.

socio-economic calculation
Calculation of the socio-economic cost and 
benefit of a particular measure. All effects are 
presented quantitatively and given a value. 
This calculation is often summarised in a net 
present value ratio (NPVR) or a benefit-cost 
ratio (BCR).

The socio-economic dimension  
A socio-economic calculation also includes all effects 
that can be identified, quantified or given a value in 
monetary terms. The effects normally included in the 
calculations for road investments are currently time-
savings, accident risks, air pollution emissions, carbon 
dioxide emissions, vehicle costs, operation and main-
tenance and the costs of financing through taxation. 
All relevant effects cannot be quantified and evaluated 
but should be made visible in some other way. There 
are no theoretical obstacles to developing socio-
economic calculations that include the concept of 
long-term sustainability to a much greater extend than 
today, though there are practical obstacles. [Fig. 3] 

One method has been created to describe various 
effects of a proposed road transport measure in a 
structured and collected way. The method is known as 
Overall Impact Assessment and describes both priced 
and non-priced effects and distributive effects. This 
also includes an assessment of goal achievement for 

Report of results – The overall goal of transport policy

- Regional effects

- Water protection

- Encroachment

- T
ouris

m

- Recreation

Evaluated
effects

Other 
quantifiable

effects

Effects difficult 
to quantify

- Congestion

- Noise

[Fig. 3]  socio-economic effects
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the transport policy goals. The method has in 2008 
been used for socio-economic benefit-cost calculations 
in future planning. [Fig. 4]

During 2008 we have also introduced a method to 
describe the consequences of investments in the cycle 
path network. The method has been used in implemen-
tation planning of the transport system. It also in-
cludes an assessment of both the transport-economic 
effects and health effects of cycling.

npvr = 
  benefit – cost of measure

  cost of measure

[Fig. 5]  net present vAlue rAtio, npvr

 parameters for socio-economic efficiency • 
 results for the six transport policy subsidiary goals• 

 
The results of socio-economic efficiency can be seen as 
an indicator for goal achievement for long-term eco-
nomic sustainability. The transport policy subsidiary 
goals are long-term goals for the transport sector. The 
Sectoral Report shows the results for these in the short 
term, i.e. changes from last year to this year. We can see 
the annual measurements of the result of subsidiary 
goals as an indicator of the direction of developments. 
Together the results towards the long-term transport 
policy subsidiary goals can be seen as indicators for 
opportunities to achieve long-term sustainability for 
social, ecological and cultural sustainability.

GoAl Achievement for socio-economic  
efficiency

  Parts of the goal have been achieved.

Socio-economic efficiency is considered to have in-
creased through profitable investments. The degree 
of internalisation can be assumed to have increased 
slightly compared with 2006 since the introduction of 
congestion taxes in Stockholm in 2007 and through fuel 
tax raises in 2008. The level of repairs in maintenance 
work is believed to have increased slightly during the 
year. Overall the indicator shows that the goal for so-
cio-economic efficiency has been partially achieved.
 
Net present value ratio
If a measure is to be socio-economically profitable 
in accordance with a benefit-cost calculation, then 
it must have a net present value ratio (NPVR) greater 
than zero. Implementing socio-economically profitable 
projects increases efficiency. [Fig. 5]

[Fig. 4]  overAll impAct Assessment

priced effects

socio-economic assessment

non-priced effects
socio-economic 

analysis

Long-term sustainability dimension
The concept of a long-term sustainable transport sys-
tem includes the aspects justice and equality, welfare, 
employment, regional development and the environment 
and health. The concept also includes a time perspective 
for sustainable development and for justice between and 
within generations. This has not been fully taken into ac-
count in current socio-economic benefit calculations. 

There need not be a conflict between socio-economic 
efficiency and long-term sustainability. But in prac-
tice, all the essential requirements for long-term sus-
tainability have not been identified and specified in 
such a way that they can be fully taken into account in 
current calculations.

how do we meAsure the result for  
the overAll GoAl?
Today the result for the overall goal is measured using 
both a parameter for socio-economic efficiency and a 
parameter for long-term sustainability. The various 
efficiency parameters for the overall goal and subsidi-
ary goals, together create indicators for whether com-
munity measures lead to the achievement of the overall 
goal or not. The measurements illuminate different 
aspects but are not complete. 

Socio-economic efficiency concerns the short-term 
perspective and is measured using three parameters: 

 net present value ratio for road investments • 
greater than SEK 100 million and for projects 
opened to traffic in 2008
 degree of internalisation for external marginal • 
costs
 level of repairs. • 

Using these three parameters we want to show the 
socio-economic efficiency of measures implemented 
during the year.

Long-term sustainability concerns the long-term 
perspective and is measured using two parameters:  

Net present value ratio estimates are based on the 
results of follow-up calculations for road investments. 
The difference between follow-up calculations and 
original calculations is that the follow-up calculation 
includes the final investment cost. Socio-economic 
profitability has been estimated in part for projects 
costing more than SEK 100 million that opened to traf-
fic in 2008, and in part for major projects that opened 
to traffic in 2005. [Fig. 6 – 7]

In 2008, nine projects costing more than SEK 100 
million were opened to traffic. Total investment volume 
for these projects was SEK 7 292 million. Investment 
costs have been made over a number of years and can-
not be attributed solely to 2008. Total profitability has 
been calculated by using an average net present value 

Report of results – The overall goal of transport policy
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[Fig. 7]  follow-up of costs And A presentAtion of the cAlculAted socio-economic benefit for roAd projects opened  
 to trAffic in 2005 (2005 price levels)

road number stretch total cost seK million  net present value ratio

      estimated 2005 follow-up 2008

E4 Rotebro – Upplands Väsby* 602 - -

E4 Skellefteå – Kåge 194 -0.1 -0.1

E6 Torp – Håby, section Kallsås – Småröd* 134 - -

Rv 26 Brandshult – Hyltebruk 208 1.1 1.1

Rv 26 Borgunda – Skövde 580 1.3 1.3

Rv 27 Kråkered – Aplared 252 1.3 2.0

Rv 50 Ludvika – Borlänge 57 0.8 1.3

Rv 50 Ornäs – Tallen 210 0.7 0.9

Rv 50 Tallen – Gruvan (Falun)* 233 - -

Lv 275 Tranebergsbron* 684 - -

Rv 87 Döda Fallet – Bispgården 183 -1.0 -0.9

Lv 249 Past Frövi 77 1.1 1.0

Lv 250 Köping – Kolsva, stage 2 86 -0.2 -0.2

Lv 723 Skärhamn – Kålleskär 68 0.7 0.7

total total 3 568 - -

Quantifiable total 1 915 0.74 0.87
 
*  These projects have not used the current SRA method for estimating socio-economical profitability.

[Fig. 6]  follow-up of costs And cAlculAted socio- 
 economic benefits for roAd projects with  
 A investment cost Above seK 100 million which  
 opened to trAffic in 2008 (2008 price level)

type of project road and  final cost  npvr* 
 stretch seK million

Motorway E6 Torp – Håby 1 767 0.5

 E6 Värmlandsbro – Hogdal 580 0.1

 E18 Kronoparken – Skattkärr 251 0.9

 E18 Lekhyttan – Adolfsberg 789 0.5

 E18 Västjädra – Västerås 145 0.9

Motorway/ 

Separated road Lv 265 Norrortsleden in Stockholm 3 135 0.5

Separated road E18 Hån – Töcksfors 118 0.2

 Rv 70 Past Sala 375 0.2

Non separated road Lv 117 Tjärby – Skogaby 99** 2.6

 Lv 117 Daggarp – Tjärby (separated) 33** 1.8

total total 7 292 -

Quantifiable total 7 292 0.50

 * NPVR = Net present value ratio (calculated socio-economic benefits) based on final cost.
 ** The estimate is divided into two socio-economic calculations with a total cost of  
  SEK 132 million.

Degree of internalisation for external  
marginal costs 
The degree of internalisation refers the proportion of 
the traffic’s marginal costs for external effects that are 
covered through taxes or fees that vary depending on 
distance driven (marginal cost). 

In order for road use to be socio-economically ef-
ficient road users should pay all of the external mar-
ginal costs, i.e. the degree of internalisation should be 
100 per cent.

 
deGree of internAlisAtion
Quantification of how large a part of total external costs are 
internalised. External effects are totally internalised (degree of 
internalisation 100 per cent) if tax levels are at the same level 
as external costs. Full internalisation means road users pay for 
all of the costs they are responsible for, including air pollution, 
wear, and noise. There are therefore no differences between 
the cost to society and the cost to the road user (external ef-
fect) and road use can be seen as socio-economically efficient.

The Swedish Institute for Transport and Communi-
cations Analysis (SIKA) has estimated the degree of 
internalisation for road traffic in 2006 (PM 2007:1). 
The assessment concerns the degree vehicle fuel tax 
(energy tax) is sufficient to cover (internalise) the exter-
nal marginal costs incurred by wear and deformation, 
accidents, noise and air pollution emissions. No new 
estimates of the degree of internalisation have been 
made for 2008. The table below therefore compares the 
degree of internalisation for 2006 with 2004. It does 
not include carbon dioxide tax, marginal costs for cli-
mate gases, nor congestion effects in the form of travel 
time uncertainty and delays. 

ratio. The average net present value ratio was 0.5 and 
we consider therefore that the major projects on aver-
age are socio-economically profitable.

During 2008, a follow-up of 14 major projects that 
opened to traffic in 2005 was conducted. This enables 
a comparison between the benefit in the follow-up 
calculation with that of the original calculation. The 
estimated average NPVR for these projects is positive 
and amounted to 0.87, which is higher than the ear-
lier estimated NPVR of 0.74. This is in part a result of 
changes to effect relationships during the period and 
that actual traffic developments are different from 
those used in the calculation 2005.

Report of results – The overall goal of transport policy
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Accessible transport system

subsidiAry GoAl for Accessibility
An accessible transport system, where the road transport 
system is designed to meet the basic transport needs of indi-
viduals and the business community. 

The subsidiary goal for accessibility is about the 
actual purpose of the road transport system, i.e. our 
mission to provide for the transport needs of the busi-
ness community and individuals. This subsidiary goal 
means the provision of transport services that satisfy 
all the transport needs that must be met in a healthy 
society. However, the road transport system alone can-
not create accessibility to all important functions. This 
subsidiary goal is closely related to the subsidiary 
goals of regional development and transport quality. 
These three subsidiary goals complement each other.

GoAl Achievement

  Parts of the goal have been achieved. 
 

The SRA measures accessibility through an overall 
assessment of goal achievement for the five interim 
goals. [Fig. 9] Our measurements do not provide com-
prehensive information, but new parameters and 
methods are constantly being developed.

whAt is Accessibility?
The concept of accessibility is defined by the SRA and 
other transport authorities as “the ease with which 
facilities and activities in a society can be accessed”.  
Accessibility refers to the needs of both individuals 
and the business community. This definition empha-
sises that the purpose of the transport system is to 
enable various groups of individuals and businesses 
to reach their desired destinations, and thereby ac-
cess various facilities and activities in a society. This 

[Fig. 8]  deGree of internAlisAtion, tAx/mArGinAl costs At  
 2005/2006 prices, per cent 
 (Values in brackets are estimated degree of internalisation in 2004) 

type of vehicle energy tax energy tax  
 rural areas urban areas

Passenger car, petrol with catalytic converter 104 (103) 64 (64)

Passenger car, petrol without catalytic converter 48 (48) 31 (31)

Passenger car, diesel with catalytic converter 30 (22) 13 (9)

Passenger car, diesel without catalytic converter 31 (22) 6 (4)

Lorry, 3.5–16 tonnes 25 – 26 (18) 8 (6)

Lorry, > 16 tonnes 27 – 32 (19 – 23) 9 – 12 (6 – 9)
 
Using table 10 in SIKA PM 2007:1 Road traffic external effects 2006.
This refers to marginal costs for wear and deformation, accidents, noise and air pollution 
emissions. The sum of these marginal costs has been compared with an average for 
energy tax payments. The table does not include carbon dioxide tax or marginal costs  
for climate gases or congestion effects in the form of travel time uncertainty and delays. 
Higher figures indicate a greater degree of internalisation. 100 = full internalisation.

One can however assume that the degree of internali-
sation has increased compared with 2006 since the in-
troduction of congestion charges in Stockholm in 2007 
and through fuel tax raises in 2008. From 1 January 
2008 energy tax was raised for Class 1 and 2 diesel, in 
addition to the annual indexation (bill 2007/2008:11). 
A higher energy tax means a higher degree of internali-
sation (assuming that the marginal cost is the same) 
as the degree of internalisation is estimated as tax 
divided by marginal costs. [Fig. 8]

Level of repairs
A functional and socio-economically efficient level of 
road standard is achieved when there is no systematic 
maintenance backlog. The level of repairs is measured 
by assessing if maintenance backlog has increased or 
decreased during the year. The goal has been achieved 
when it is considered that there is no systematic main-
tenance backlog. Maintenance backlog is deemed to 
have increased slightly in 2008.

GoAl Achievement for lonG-term  
sustAinAbility

  Parts of the goal have been achieved.

The assessment of goal achievement for long-term 
sustainability is based on an overall estimate of the 
results from the three efficiency parameters and the 
degree of goal achievement in accordance with the six 
parameters for the transport policy subsidiary goals. 
The results for parameters used to measure socio-
economic efficiency are reported above under goal 
achievement for socio-economic efficiency.

The results for the various road transport policy param-
eters are reported below as a degree of goal achievement:  

Accessibility   Partially achieved
Transport quality    Partially achieved
Road safety    Partially achieved
Environment   Partially achieved
Regional development    Partially achieved
Gender equality    Partially achieved

A detailed presentation of the results can be found 
under each subsidiary goal.

There is insufficient data available to make a full 
report on the current status concerning long-term sus-
tainability. Current dependency on fossil fuels and the 
climate impact from these has a negative impact on 
long-term sustainability, for ecological, social and eco-
nomic aspects. We have still chosen to use these three 
efficiency parameters and report the results for these 
and subsidiary goals as indicators of the road transport 
system’s long-term sustainability. This is while we await 
the development of additional measurement parameters.

As part of these efforts towards long-term sustain-
ability, we have supplemented the SRA’s Annual Report 
with a special Sustainability Report.

Report of results – Accessible transport system
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means the perspective should cover the entire jour-
ney, from door to door. Individual transport solutions 
could include chains of travel using different means 
within the road transport system as well as in combi-
nation with other modes of travel such as rail, aviation 
and shipping. That a transport system offers good 
accessibility means speedy, inexpensive, safe and com-
fortable travel and transports to desired destinations.

different wAys to meAsure Accessibility
There are several different ways to measure acces-
sibility. The most common method is to measurement 
sacrifices in terms of costs or time that are linked to 
transports. One parameter for changes in accessibility 
is the number of people who have experienced changes 
in travel time to important destinations. Another type 
of parameter is the average speed on certain transport 
links. Additional parameters used to measure acces-
sibility include the number or percentage of persons 
who according to statistical studies state that condi-
tions to carry out journeys are good or less good.

Bill for functional targets for accessibility 
The bill for new transport policy goals proposed by the 
government includes the following functional objec-
tives for accessibility:

“The transport system’s design, function and use is to contrib-
ute to offer everyone basic accessibility with good quality and 
usability as well as to contribute as a positive force for devel-
opment in the entire country. The transport system should be 
gender equal, i.e. equally meet the transport needs of women 
and men.” 
 

To achieve this functional objective there are several 
clarifications and for goods transports these include 
that “The quality of business transport is to be im-
proved and international competitiveness strength-
ened” and that “Accessibility is to be improved within 
and between regions and between Sweden and other 
countries”.

[Fig. 9]  GoAl Achievement for the five interim GoAls

Accessibility for citizens and the business    Not achieved 
community within regions and between  
regions and surrounding areas is gradually  
to improve. 

Accessibility within metropolitan areas and    Partially achieved 
between urban areas is to improve. 

The proportion of functionally disabled    Achieved 
persons who can use the road transport  
system, including public transport, is to  
increase. Public transport should be  
accessible for people with functional  
disabilities by 2010 at the latest.  

The proportion of children and young people    Achieved 
who can use the road transport system un- 
accompanied is to increase.  

The proportion of pedestrian, cyclist and bus    Achieved 
passengers of total short distance travel is  
to increase. 

Report of results – Accessible transport system
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The bill also includes a requirement that indicators
for goal achievement feedback need to be developed,
in particular in the fi eld of accessibility.

The government’s intention is that transport author-
ities are to develop these through a broad transport 
approach, following consultation with business policy 
authorities, among others, as well as in dialogue with 
transport sector parties and at a regional level. 

The SRA has begun work developing indicators 
and is planning in 2009 to develop measurements for 
“Travel times and travel time variations for goods in 
city areas” and “Accessibility to destinations for serv-
ice transports in larger urban areas”.

interim GoAl 1 – Accessibility within reGions 
And between reGions And surroundinG AreAs 
Accessibility for citizens and the business community within 
regions and between regions and surrounding areas is gradu-
ally to improve.  

Residents in rural areas require access to an effi cient 
labour market and public and commercial services, 
in particular grocery retail outlets, as well as a varied 
selection of cultural and recreational activities if these 
areas are to remain dynamic. It also requires that the 
business community can reach a large enough labour 
market and a market for its products.

GoAl Achievement

  The goal has not been achieved.

The result has been assessed using a comparison 
between changes in travel time in accordance with 
analyses and established limit values. To summarise, 
accessibility in both rural areas and between regions 
and the surrounding world has deteriorated. The net 
number of people that have noted travel time increases 
amounts to 390 000.

meAsures thAt hAve contributed 
to the result
New speed limits have been introduced on large parts 
of the road network through changes to speed signs. 
In cases where speed limits have changed without any 
physical measures then the most common changes 
have been speed limit reductions, which have resulted 
in longer travel times and poorer accessibility.

Changes in accessibility in rural areas are mainly 
changes in speed limits and road bearing capacity 
changes. Most bearing capacity measures have been 
implemented during the year in north Sweden. The aim 
has mainly been to increase bearing capacity from 
Class 2 to 1. This increases accessibility for both pas-
senger and goods transports, partly as roads need to 
be closed less during the spring thaw.

Changes in accessibility to regional and national 
centres result from both changes to speed limits and 
rebuilding the road network. Raised speed limits have 
been introduced on some roads as these were rebuilt 
to motorway standard or were fi tted with median bar-
riers or rumble strips. This is most often the case on 
larger, busier roads. These types of measures can have 
a signifi cant impact on travel time as they often con-
cern a long stretch of road and impact many travellers 
and transport providers. These roads also serve large 
geographical areas. A number of reconstructed roads 
have been opened to traffi c in 2008. In conjunction 
with this, accessibility has improved through shorter 
distances and higher speed limits.

meAsurinG Accessibility And chAnGes  
We measure accessibility changes using three 
parameters:

1. The number of people with changed travel time 
between rural areas and main town.

2. The number of people with changed travel time 
between place of residence and regional centre.

3. The number of people with changed travel time 
between place of residence and national centre.

importAnt concepts used in this report

main town: Built-up area with more than 3 000 inhabitants.

urban areas: Swedish towns and cities.

metropolitan areas and national centres: Stockholm, Göteborg 
and Malmö.

regional centres: 32 towns that offer major public services (county 
hospitals, universities, etc), commercial and cultural facilities and which 
the National Public Transport Agency has identifi ed as important nodes 
for the different types of traffi c.

sparsely-populated areas: Rural areas and sparely-populated areas 
with more than 45 minutes by car to the nearest town with more than 
3 000 inhabitants and islands without a fi xed link to the mainland 
(Swedish National Rural Development Agency).

division of sweden 
into reGions
(Swedish National Rural 
Development Agency)

 Forest counties – inland
 Forest counties – other
 City regions
 Remainder of Sweden
 Municipal border

Report of results – Accessible transport system
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Differences in accessibility between years can depend 
on changes in the transport system, as well as soci-
ety’s geographical structure. We have assumed that 
localisation of homes and workplaces is unchanged for 
the years analysed in this report. In this way we can 
isolate in the analysis how accessibility has changed 
focusing solely on changes in the road transport sys-
tem. For obvious reasons, changes during one year are 
quite small as the road transport system already has a 
relatively high standard. For this reason, we have also 
commented on changes seen over the past five years.

Changes in travel time between rural areas and 
main town 
This calculation relates to people who have a travel 
time of more than 30 minutes from their place of resi-
dence to a main town, and whose travel time changed 
during the year by more than 30 seconds. The result 
is that in rural areas, i.e. inland forest counties, no 
one has noted a reduction in travel time to the near-
est main town, while about 73 000 people have noted 

a rise in travel time. This means accessibility has de-
teriorated. Developments during the five year period 
2004–2008 indicate a deterioration, which has however 
entirely taken place during the past 12 months. Some 
27 000 people have seen accessibility improved and  
94 000 people have seen accessibility deteriorate.

Changes in travel time between place of residence 
and regional centre
This calculation relates to people who have a travel 
time of more than 30 minutes to a regional centre, and 
whose travel time changed during the year by more 
than 30 seconds. About 507 000 residents have shorter 
travel times to the closest regional centre and about 
511 000 persons now have longer travel time. This has 
meant a deterioration in accessibility, but a deteriora-
tion that is within the interval to be judged as partially 
achieved. The deterioration has been noted during the 
two last months of the measurement period, Septem-
ber and October 2008, see map with travel times on 
page 14.

Report of results – Accessible transport system
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Developments during the five year period 2004 –2008 
indicate an improvement. Some 1 837 000 people have 
seen accessibility improved and 661 000 people have 
seen accessibility deteriorate. [Fig. 10 – 12]

Analyses of accessibility by land-based public  
transport and by car
The report “Accessibility descriptions for car and 
public transport in the counties of Västerbotten and 
Norrbotten” offers an overview of accessibility by 
car and land-based public transport in Norrbotten 
and Västerbotten. These counties are among the most 
sparsely-populated in Europe. The report was  
commissioned by the SRA, with Banverket (Swedish 
Rail Administration) as co-financer. A database from  
Samtrafiken, which comprises primarily county trans-
port and rail transport, has been used to describe travel 
times in public transport. Accessibility to various des-
tinations has been estimated based on where people 
live. The diagram and map details illustrate several 
accessibility situations for residents in the counties.

The most peripheral areas in these counties have 
up to four hours travel time to destinations that are 
located in central towns, such as hospitals. Few people 
live in these areas, but more people spend time in these 
areas for work or leisure activities. If we use hospitals 
as an example, then 90 per cent of the population lives 
within a one hour journey by car to the nearest hospital.  

[Fig. 10] Accessibility to reGionAl centre
 Difference between 1 November 2008 and 1 November 2007 by car. 

Areas that have noted a change in travel time in minutes to the nearest  
regional centre. Changes during the entire year.
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[Fig. 11] Accessibility to reGionAl centre
 Difference between 1 September 2008 and 1 November 2007 by car. 

Areas that have noted a change in travel time in minutes to the nearest  
regional centre. Changes during the first ten months of the year.
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[Fig. 12] Accessibility to reGionAl centre
 Difference between 1 November 2008 and 1 September 2008 by car. 

Areas that have noted a change in travel time in minutes to the nearest  
regional centre. Changes during the last two months of the year.
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[Fig. 14] Accessibility to rAilwAy stAtions by cAr 
The figure illustrates accessibility to railway stations by car. The definition of  
“railway station” is in this illustration somewhat generous and also includes  
locations with bus connections to the mainline railway network in major towns.
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[Fig. 13] differences in trAvel time to reGionAl centre
 The figure illustrates the difference in accessibility between car and public  

transport in Västerbotten and Norrbotten. The analysis shows that the  
availability of public transport is highly important for large sections of the  
population in coastal towns.

time in minutes
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 +31 – 45
 +46 – 60
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 +121 – 180
 +181 – 240
  > 240

Accessibility by public transport is significantly worse 
than by car. Best accessibility is offered by public trans - 
port along the coast and in approaches to the main 
towns. Accessibility to workplaces varies significantly 
within the area, from areas along the coast with a large 
and relatively varied labour market to the smaller 
inland municipalities. 

The population inland Västerbotten is more scat-
tered, while the population inland Norrbotten is more 
concentrated to a few points. This creates some differ-
ences in terms of accessibility. [Fig. 13 – 14]

Changes in travel time between place  
of residence and national centre  
The calculation included people with a travel time 
of more than one hour to the nearest national centre 
whose travel time changed by more than four minutes. 
The reason the limit is higher than for trips to regional 
centres is justified by the lower frequency of trips to 
metropolitan areas in cases where these are not also 
regional centres. For certain areas, a metropolitan area 
is also the closest regional centre. The result of the 
speed review is that about 306 000 inhabitants have 
had travel time reduced to the nearest national centre 
while 622 000 have noted increased travel time. This 
means a deterioration of accessibility for both this pa-
rameter and a balanced assessment using the param-
eter for changed travel time between place of residence 

and regional centre. The deterioration has been noted  
during the two last months of the measurement  
period, September and October 2008 (see map with  
travel times below). During the latest five-year period  
2004–2008 there has however been an improvement, 
with about 1 556 000 people gained accessibility  
improvements, while 932 000 people have noted  
a deterioration in accessibility.

plAnned meAsures As A result of the  
findinGs
Median barriers are to be erected in the counties of 
Norrbotten and Västerbotten to improve accessibil-
ity. Roadside measures are to be implemented on the 
stretches of road Storuman–Tärnaby and Kiruna–
Rautas which will enable the speed limit to be raised. 
This is to compensate for speed limit reductions in 
the new speed limit system. For other areas that noted 
decreased accessibility in 2008, median barriers are to 
be built on the stretch of road Säter–Avesta and north 
of Örnsköldsvik.

Gender perspective
The issues that are immediately important for both the 
gender equality goal and accessibility are winter op-
erations and accessibility at bus stops and pedestrian 
and cycle paths. 

Report of results – Accessible transport system
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In a commuter route project in Skåne we have priori-
tised routes that can contribute to strengthen and de-
velop local labour market regions for women, as these 
regions are geographically smaller, ahead of routes 
that expand the wider geographical labour market 
regions for men. We are planning to focus primarily on 
those areas of the road transport system that are near 
to a regional centre, before implementing measures 
further out in the road system.  

The SRA has studied how the extinguished street 
lighting in Hedenäset, Övertorneå municipality, has 
influenced local living conditions for residents in 
terms of social life, security, movement patterns and 
road behaviour, and if there are differences between 
men and women. The study shows that both sexes were 
restricted to roughly the same degree, but that women 
experienced greater insecurity than men.

A gender analysis has been carried out in a com-
muter project in Halmstad. This shows that planned 
measures to improve commuting in some cases have 
benefited women and men differently. One example 
is cycle paths, which appeal to many women as it be-
comes safer and easier to cycle. Several men however 
welcome cycle paths as these remove vulnerable road 
users from the roads and reduce the risk of accidents. 
One conclusion of this could be that motorists can 
drive faster and in this way accessibility is improved. 
[Fig. 15 – 17]
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[Fig. 15] Accessibility to mAin city
 Difference between 1 November 2008 and 1 November 2007 by car. 

Areas that have noted a change in travel time in minutes to the nearest  
national centre. Changes during the entire year. 
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[Fig. 16] Accessibility to mAin city
 Difference between 1 September 2008 and 1 November 2007 by car. 

Areas that have noted a change in travel time in minutes to the nearest  
national centre. Changes during the first ten months of the year.
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[Fig. 17] Accessibility to mAin city
 Difference between 1 November 2008 and 1 September 2008 by car. 

Areas that have noted a change in travel time in minutes to the nearest  
national centre. Changes during the last two months of the year.
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1. Conference of European Directors of Roads.
2. According to Jörg Häberli, Eidg. Dept. Für Umwelt, Verkehr, Energie 

und Kommunikation UVEK Bundesamt für Strassen.
3. Department for Transport: Statistical Release: Congestion on  

inter-urban roads Monthly provisional estimates March 2008.
4. Hungarian Ministry of Economy and Transport: Unified  

Transportation Development Strategy 2008–2020.
5. According to Rutka, Deputy Head of Long-term Planning Division, 

Lithuanian Road Administration.
6. National Roads Authority: Project Appraisal Guidelines, March 

2008, http://www.nra.ie/Publications/ProjectAppraisal/.

interim GoAl 2 – Accessibility within metro-
politAn AreAs And between urbAn AreAs
Accessibility within metropolitan areas and between urban 
areas is to improve.

 
Accessibility within metropolitan areas refers to ac-
cessibility within the main city areas Stockholm, Göte-
borg and Malmö. Accessibility between urban areas 
refers to travel time changes between selected nodes 
on the national road network.

GoAl Achievement

  Parts of the goal have been achieved.

The result has been assessed by analysing how travel 
speeds have changed in the three main cities and  
how travel times between urban areas have changed 
between years.

internAtionAl outlook 
It is difficult to find comparable parameters in other 
countries. In reply to a question to all members of 
the CEDR1, several countries stated that they neither 
measure nor follow-up accessibility in any specific 
way. There are also significant differences in defini-
tions and measurement methods between countries, 
which limits comparability. The following offers an 
indication of the situation in some countries.

The Danish Road Directorate assesses accessibil- 
ity based on the experiences of road users. The  
Finnish Road Administration assesses accessibility  
as a “flexible and safe road network” while Norway 
does not measure accessibility between or within 
towns. Switzerland conducts travel surveys which 
have shown that citizens travel longer distances on 
the road network than previously, at the same time as 
travelling takes less time.2 England measures acces-
sibility by measuring travel times for the slowest jour-
neys on the strategic road network. These measure-
ments show that travel time for the slowest journeys 
have increased by more than four per cent from 2005 to 
2008.3 Hungary has since 2008 assessed accessibility 
by measuring the total travel time reduction on impor-
tant roads. The country is to attempt to solve existing 
problems in accessibility by a significant expansion 
of the road network.4 In Lithuania one important in-
dicator of accessibility is the length of road that has 
been asphalted.5 Infrastructure projects in Ireland are 
assessed using a series of established criteria. One of 
these criteria is geographical integration. This crite-
rion assesses improvements in the transport system 
to Northern Ireland and to Europe and the rest of the 
world.6

Report of results – Accessible transport system
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Accessibility within metropolitan areas
Average travel time and average speed was measured 
in Stockholm on three commuter routes during peak 
hours. The total length of these routes was about 40 km. 
Overall speeds on these routes have risen and travel 
time has fallen as a result. Average speeds in Göteborg 
have been measured on nine important roads, totalling 
about 330 km. Overall speeds on these routes have risen 
and travel time has fallen as a result. Average speed 
measurements began on five important roads in Malmö 
in January 2008, in total about 60 km. Despite the lack 
of previous measurements, we believe that travel times 
in Malmö have risen in 2008. Accessibility has im-
proved during the year overall for all three cities.

Accessibility between urban areas 
Accessibility between urban areas has deteriorated in 
2008. This deterioration is largely a result of the new 
speed limit system, which has meant more stretches 
of road on the national road network have had speed 
limits reduced than those that have had speed limits 
raised. For roads that received new speed limits in 
2008, 910 km received speed limit raises and 2 400 km 
speed limit reductions. 

A balanced overall assessment 
A balanced comprehensive assessment is that the goal 
of increased accessibility within metropolitan areas 
and between urban areas has been partially achieved. 
A reduction in congestion has meant accessibility  
in the main cities has increased while accessibility 
between urban areas has deteriorated.

speed chAnGes in metropolitAn AreAs 
Accessibility within metropolitan areas has been cal-
culated by measuring car speeds on selected routes. 
Speeds have then been compared between years. 
Slower travel indicates greater congestion and there-
fore poorer accessibility. Congestion in metropolitan 
areas is inconvenient for both individuals and the 
business community. This mainly occurs during the 
time of day when people travel to work. We measure 
the effect of congestion on accessibility in Stockholm 
and Göteborg every month. We also then calculate a 
speed index. Average speeds are measured during peak 
times on several major arteries. These measurements 
also indicate how well traffic is flowing on approach 
roads and the minor street system.

Travel speeds for highlighted commuter routes in 
Göteborg and Stockholm have been measured and con-
verted to travel time per kilometre during peak traffic 
for 2007 and 2008. New methods and data sources be-
gan to be used in 2007. These changes mean the results 
for 2007 and 2008 are not entirely comparable with 
previous years.

The economic situation has clearly slowed during 
autumn 2008, which has impacted traffic volume. In 
total this points to a one per cent reduction across 
Sweden compared with 2007. 

Congestion in Stockholm has fallen as a result of less 
traffic and a major road construction (Norrortsleden) 
as well as several tuning measures on the E4 motor-
way. Work has been ongoing on the road network in 
Göteborg which has impacted traffic accessibility and 
route choice. Repair work during the spring and sum-
mer on Älvsborg Bridge in addition to work at Parti-
hallslänken has probably impacted average speeds. 
However, tuning measures at Älvsborg Bridge, among 
others, resulted in higher average speeds during the 
autumn. Lower employment levels have also been 
noticeable during the autumn.

Travel speeds in Malmö have fallen during 2008, 
according to data collected from January to October 
2008. In part, this could be as the City of Malmö has 
after the summer begun reconstruction work on ap-
proach roads, including bus lanes. There has also been 
a general increase in traffic on approach roads esti-
mated at three per cent. No measures have been imple-
mented on the state road network that could influence 
speed. Improvements are planned in Malmö in 2009 
to improve digital road direction signs. This will offer 
greater opportunities to control traffic, and will con-
tribute to a reduction in congestion. 

Overall speeds have increased in Stockholm and 
Göteborg during peak hours. Speeds in Malmö are 
estimated to have fallen, according to available meas-
urements. [Fig. 18 – 20]

trAvel time chAnGes between urbAn AreAs
Changes in accessibility between urban areas are 
dependent on both changed speed limits and recon-
struction of the road network. Speed limits are raised 
when a major road is rebuilt to motorway standard or 
when traffic is separated. A new speed limit system 
has been introduced during the year. This has led to 
both increased and decreased speed limits, which has 
resulted in both improved and poorer accessibility. 

In 2008, travel time reductions and travel time in-
creases have been noted on different stretches of road, 
which is described in the section on accessibility to 
regional centres and main cities. This description has 
been supplemented with a separate analysis of travel 
times on the national road system, which connects 
urban areas in Sweden. Travel times are for journeys 
by car and have been calculated as time for several 
typical journeys.

Accessibility between urban areas has deteriorated 
during the year. Total travel time for typical journeys 
has fallen by 39 minutes while travel time increases 
amounted to 108 minutes. Overall travel time has 
therefore risen by about 69 minutes. 

Travel times have risen significantly between 
several towns on the national road network. These 
include a travel time increase of more than three 
minutes between Gävle and Sundsvall, four minutes 
between Sundsvall and Umeå, and an eight minutes 
increase between Sundsvall and Östersund. This dete-
rioration impacts many road users. 
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[Fig.18] vAriAtions in trAvel speed on selected routes between months And yeArs in GöteborG, AverAGe speed Km/h 
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[Fig. 20] vAriAtions in trAvel times on selected routes jAnuAry– november 2008 in mAlmö, AverAGe speed Km/h 
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[Fig.19] vAriAtions in trAvel speed on selected routes between months And yeArs in stocKholm, AverAGe speed Km/h 
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In 2008, a large number of major roads have been 
rebuilt and other roads fitted with median barriers, 
sometimes in combination with changes to speed 
limits. These measures have contributed to increased 
accessibility by raising speed limits. During the year 
travel times have been reduced on about 100 km of the 
national road network. Rebuilding to four-lane roads 
has resulted in a reduction in travel time by about 1.7 
million hours, while rebuilding to separate traffic has 
reduced travel times by about 0.1 million hours. Acces-
sibility between urban areas improved between 2004 
and 2007, while it was largely unchanged in 2003.

Gender perspective
A gender perspective has been set up in Göteborg for 
accessibility to labour markets, by improving accessi-
bility for short-distance commuting in and near urban 
areas. In Stockholm, Norrortsleden has opened. It is 
from the outset to be used by public transport and is 
therefore judged to have a positive impact on gender 
equality. 

internAtionAl outlook 
The Netherlands has identified major problems with 
accessibility in recent years. It has therefore decided 
in 2008 to improve the situation. The main focus will 
be on reducing travel times from door to door, to re-
duce traffic congestion, and to increase travel predict-
ability, i.e. the proportion of journeys that are on time. 
The aim is that by 2020 to achieve 1992 levels for each 
respective parameter.1

Ireland is working to increase accessibility for par-
ticularly vulnerable areas and urban environments. 
These efforts are being run within the frame for a 
project called RAPID2, and the results to date have 
been fairly positive.

interim GoAl 3 – Accessibility for functionAlly 
disAbled people
The proportion of functionally disabled persons who can use 
the road transport system, including public transport, is to 
increase. Public transport should be accessible to people with 
functional disabilities by 2010 at the latest. 

During the year work has been based on the national 
action plan for the implementation of disability policy. 
Measures to improve accessibility have mainly cen-
tred on physical environments such as bus stops and 
public premises as well as the SRA website. The gov-
ernment has during the year called for vigorous action 
to increase accessibility for persons with functional 
disabilities and to expedite efforts to achieve the ob-
jectives for 2010.

The action plan is to be revised based on the state 
ordinance3 for an accessible government, which is 
to be complete early in 2009. This will then indicate 
which areas that still have shortcomings. It is also to 
include a schedule for implementing the accessibility 
measures. 

The SRA and Banverket have formed a joint accessi-
bility council in order to improve consultation, infor-
mation exchange, and dialogue with disability organi-
sations. We have also set up a preparatory working 
committee. In total, there have been more meetings 

1. Veerkenwaterstaat, Netherlands Policy Framework for utilisation  
– A pillar for better accessibility 2008.

2. National Roads Authority Project Appraisal Guidelines Appendix 21, 
2008, http://www.nra.ie/Publications/ProjectAppraisal/.

3. Ordinance 2001:526 on the responsibility of national authorities for 
the implementation of disability policy.
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during the year. We hope to create more energy and a 
clearer direction in accessibility efforts and to take 
an overall grasp to offer accessibility for everyone on 
public transport on roads and rail.

GoAl Achievement

  The goal has been achieved.

Opportunities for functionally disabled people to 
travel on the transport system have been measured 
each year between 2002 and 2005. These measurements 
have been relatively consistent and show that about  
85 per cent of functionally disabled people can travel, 
70 per cent without difficulties and 15 per cent with 
some difficulties. No measurements have been carried 
out 2006–2008. 

The goal assessment does not provide a comprehen-
sive picture of opportunities for functionally disabled 
people to travel but it indicates that several measures 
have been implemented to improve accessibility in 
public transport. Because of the lack of data covering 
measures from other stakeholders, we have made an 
assessment based on our own efforts in 2008.

Goal achievement in 2008 is assessed based on the 
number of highlighted bus stops on state national 
and regional roads that have been adapted for people 
with functional disabilities. On the national priori-
tised road network 52 per cent of bus stops have been 
adapted. On the state regional road network the equiv-
alent figure is 26 per cent. 

Accessibility to the trAnsport system
The SRA has during the year targeted measures to 
increase accessibility at bus stops. 

These measures at bus stops have been implemented 
using an established quality standard. We have also 
begun to draw up parameters to assess if a highlighted 
public transport route on the prioritised network can 
be seen as usable for persons with functional disabili-
ties.

The government has during the year conducted a 
follow-up of the national action plan for disability 
policies using feedback reported to Handisam, an au-
thority that coordinates disability policies. Handisam  
coordinates and supports efforts by sectoral authori- 
ties and provides feedback to the government. Authori- 
ties answer an annual survey on conditions. The Handi- 
sam report4 shows that progress has been achieved 
during the year but that there are still shortcomings 
that require continuing effort, such as training in ac-
cessibility requirements, opportunities to communi-
cate with authorities, and adapting premises. 

The SRA pays subsidies for the adaptation of public 
transport facilities for functionally disabled people. 
During the year we have paid slightly more than SEK 
46 million. Measures have included pedestrian and 
cycle paths, bus stops, lifts designed for disabled  

persons, lifts, vehicles, terminals and information and 
payment systems. 

Together with other parties we have carried out 
quality assessments of on-demand traffic as well as 
appraising the number of buses available. The Swedish 
Public Transport Association (SLTF) carries out regular 
surveys of purchasing, reception and overall opinion 
of journeys using on-demand traffic. Figures for 2008 
show that 91 (92) per cent of the polled were satisfied.

A measurement of accessibility for functionally 
disabled people in buses shows the proportion of low-
floor buses amounted to 60 (58) per cent, 56 (51) per 
cent of buses have a ramp or lift, 71 (65) per cent have 
a designated space for a wheelchair, 53 (51) per cent 
automated stop announcements, and 59 (57) per cent 
onboard information signs. This means accessibility 
has been consistently improved since last year.

In summary, we believe a larger share of function-
ally disabled people can use the road transport system 
compared with last year. As a result of the implemented 
measures during the year, we believe the target was 
achieved. The SRA’s target is that 100 per cent of high-
lighted public transport routes on the national road 
network should adapted by 2010. We believe this can 
probably be achieved.

Gender perspective
Gender equality cannot be measured using current 
assessment methods and preconditions as functional 
disabilities are not registered. The division between 
men and women can however be noted in areas of 
responsibility at other authorities, such as special 
transport services and car allowances that are specifi-
cally intended for persons with functional disabilities. 
Twice as many women use special transport services 
(67 per cent) compared with men (33 per cent) and for 
persons that have received car allowances, 56 per cent 
are men and 44 per cent women. Applications from 
more women than men were again this year rejected, 
though the gap is slightly narrower.

interim GoAl 4 – Accessibility for children
The proportion of children and young people who can use the 
road transport system unaccompanied is to increase.

The background for this goal is a study that shows that 
children’s mobility has fallen in recent decades.5 The 
objective aims to increase opportunities for children 
to move independently, primarily to get to and from 
school on their own.

4. 2008 follow-up of public administration accessibility efforts in  
accordance with ordinance SFS 2001:526.

5. Spolander 1981 and Intermetra 2006.
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GoAl Achievement

  The goal has been achieved.

The assessment is based on the number of children 
that are impacted by measures to increase road safety 
for children along school routes. Goal achievement 
is assessed using the number of children that can 
safely get to school as a result of physical measures. 
Evaluations are carried out in part by asking parents 
to assess whether their children have a safer school 
route, and in part by estimating how many children 
can safely make their own way to and from their near-
est school. We also measure the number of road safety 
measures for children.

more children cAn feel sAfe on roAds
The situation has improved for many as a result of the 
140 (more than 400 in 2007) road safety measures im-
plemented on the state road system. These measures 
affect more than 4 000 children, which is the same 
figure as 2007.

An inventory has been made of opportunities for 
children to make their own way to and from school in 
Kungsholmen, Lilla Essingen and Bredäng in Stock-
holm. Analyses from this inventory will be complete in 
spring 2009. Inventories of safe and accessible school 
routes have previously been made in eleven urban areas. 
Analyses from a summary of seven of these show that 
about 22 per cent of children aged 7–12 have a safe and 
accessible walking route to school.

The SRA has financed a survey targeting 6–15 year 
olds, in order to increase knowledge about the situation 
for children in traffic. Children were asked in the survey 
to report journeys they made during a day. More than  
4 200 children answered the survey. It shows that travel 
habits are affected by where children live and whether 
the road environment is seen as safe. The survey also 
showed that far more children, 49 per cent, are driven to 
recreational activities than to school, 23 per cent.

meAsures thAt hAve contributed to GoAl 
Achievement
The situation has improved during the year through 
more than 140 road safety measures implemented on 
the state road network. These have included the con-
struction of pedestrian and cycle passages, traffic calm-
ing measures, new pedestrian and cycle paths, adapting 
bus stops for the disabled, safer pedestrian crossings, 
islands at pedestrian crossings, standing space at bus 
stops, and pedestrian and cycle tunnels. We have also 
introduced a 30 km/h speed limit at some schools.

Child impact assessments
Child impact assessments (CIA) have been carried out 
as part of nine projects. 

Seven analyses have been carried out in conjunction 
with the rebuilding of thoroughfares, in order to offer 
space for pedestrians and cyclists, or when pedestrian 
and cycle paths were extended or linked to the existing 
pedestrian and cycle network. 

One child impact assessment concerned the construc-
tion of a new interchange with access roads to the E4, 
the impact of a discontinued bus route, building pedes-
trian and cycle paths, planning a new residential area, as 
well as making an inventory of school transport stops.

Another child impact assessment concerned a trial 
with a legal maximum speed limit of 30 km/h for mo-
torists passing a vehicle that has stopped to drop off 
or pick up passengers at a stop. According to the analy-
sis the best measure to improve safety for children 
during school transports is to ensure that the route 
does not require children to cross roads when they are 
walking to or from a bus stop. In those cases where 
children must cross roads then the best measure is to 
rebuild the traffic environment, firstly so that vehicles 
do not pass buses at bus stops, and secondly so that 
the traffic environment becomes a residential zone. 
Additional measures could be to ensure that the actual 
vehicle speed is a maximum 30 km/h where pedestrian 
and cyclists interact with car traffic. A prescribed 30 
km/h rule has in trials been shown to contribute to a 
speed limit reduction when a bus is present. Speeds 
are however not reduced to 30 km/h.1 

Read more about the child’s perspective in activities 
on page 58.

[Fig. 21] proportion of journeys on foot, by bicycle or bus of totAl short-distAnce trAvel, per cent

 

 1999 2000 2001 2004 * 2006

Movements on foot of total short-distance travel 40 41 43 48  52

Bicycle journeys of total short-distance travel 20 20 17 15  16

Bus journeys of total short-distance travel 2 3 3 2  3

total 62 64 63 65  71
 
Travel surveys have not been held in 2002, 2003, 2005, 2007 and 2008.
* Results for 2004 are not comparable with the other years due to  
 differences in methods.

1. SRA. (2008). Evaluation of the 30-rule – trials with a statutory  
30 km/h speed for vehicles passing a stationary bus. Publication: 
2008:127. 
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as a result of the 140 road safety measures 
implemented.
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Gender perspective
We have studied the differences in mode of transport 
between boys and girls aged 6–15, living in twelve 
randomly chosen towns or municipalities of four dif-
ferent sizes. The survey found differences in the choice 
of transport used by boys and girls. Girls are given 
lifts in cars to a greater extent than boys, while boys 
cycle more than girls. There is however no difference in 
terms of the percentage of girls and boys that walk or 
cycle to and from school. Another difference is that a 
larger percentage of girls than boys travel on their own 
by bus, train and aircraft.

interim GoAl 5 – Accessibility for short- 
distAnce trAvel
The proportion of pedestrian, cyclist and bus passengers of 
total short distance travel is to increase.

The goal is to improve conditions for pedestrian, cycle 
and bus travellers in terms of accessibility. These 
types of measures also contribute to opportunities to 
achieve environmental and public health goals.

GoAl Achievement

  The goal has been achieved.

The assessment is based on measurements of the 
number of pedestrians, cyclists, and bus passengers 
of total short-distance travel. Short-distance refers to 
journeys up to five km.

The proportion of pedestrian, cyclist and bus pas-
sengers of total short distance travel has been rela-
tively constant for several years. No signs of signifi-
cant changes were noted in 2008. No measurements 
took place in 2008, but with regard to the previous 
trend it is realistic to assume that percentages are 
roughly at the same level as 2007. Even if the number 
of pedestrians, cyclists and bus travellers is overall 
relatively constant it is reasonable to assume that its 
percentage of total travel has increased as car traffic 
has fallen. [Fig. 21]

whAt hAs hAppened in 2008? 
We have continued to work together with the Swedish 
Agency for Economic and Regional Growth (NUTEK), 
Banverket and cyclist organisations using the action 
plan for increased and safer cycling that was drawn up 
in 2007. These efforts have been run via the National 
Planning Council for Cycle Issues, which also includes 
the Swedish Association of Local Authorities and  
Regions, the National Board of Building, Planning and 
Housing and the National Institute of Public Health. 
The council has met twice in 2008 and has discussed 
the management of cycle paths in planning and acces-
sibility and safety for cyclists on 2+1 roads.

Report of results – Accessible transport system
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During the year we have drawn up a socio-economic 
calculation method for cycle measures. This includes 
both aspects for health and road safety. The method is 
to be used as supporting documentation for planning 
measures. 

Various trials have been conducted, including the 
opening of two cycle streets in Linköping.

Together with Banverket, in a broad collaboration 
with public transport stakeholders, we have drawn up 
an action programme for the long-term development of 
public transport, Koll framåt. A full report of work was 
presented to the government in 2008. During the year, 
implementation began of the action plan. One key part 
is work to double public transport use by 2020, which 
the Swedish Public Transport Association, Swedish 
Association of Local Authorities and Regions, Swedish 
Taxi Association, Swedish Bus and Coach Federation, 
and the Association of Swedish Train Operating Compa-
nies have begun. Alongside this, transport authorities 
are implementing the government’s parts of the action 
programme, which include infrastructure measures.

need for AdditionAl meAsures 
Continued work to strengthen the role of cycling as a 
natural part in transport system planning, both at a 
regional and national level. Work with cycle tourism 
and cycle tourist routes is to be developed together 
with NUTEK. 

In addition to improved infrastructure, a wider 
range and more client-adapted information and other 
services is needed to make travel easier and more reli-
able. The public transport sector must also become 
better at listening to the needs of passengers and that 
players work together to promote an increase in public 
transport travel.

Gender perspective
Travel surveys include details about travel patterns 
for men and women. These statistics can be used as 
material in order to study short-distance travel from a 
gender perspective but to date no such comprehensive 
analyses have been carried out in this area. Thus far 
the figures suggest that a significantly larger propor-
tion of women’s journeys are on foot or by cycle than 
the equivalent figure for men.

internAtionAl outlook 
The scale of cycle traffic varies significantly in Europe. 
The Netherlands and Denmark have the highest pro-
portion by far, and Sweden is in the group below these. 
It is difficult to provide exact figures and comparisons 
between countries as these use different statistical 
definitions of a journey. However, a very rough esti-
mate would be that cycle travel in the Netherlands 
and Denmark accounts for 20–30 per cent of travel, 
the group including Sweden accounts for about 10 per 
cent, followed by several European countries with 2–5 
per cent.

Transport quality

subsidiAry GoAl for trAnsport QuAlity
A high level of transport quality, where the design and perform-
ance of the road transport system contributes to high transport 
quality for individuals and the business community.  

interim GoAl 
The quality of the Swedish road transport system is gradually 
to improve. 

Transport quality can be seen as the relationship  
between a road-user’s experience of a journey and his or 
her expectations of the journey. Road users experience 
transport quality as high when this experience is as 
expected or better than expected. High transport qual-
ity may be said to have been achieved when a journey 
on a pedestrian or bicycle path, a gravel or paved road 
can be completed in a reasonable time, safely, com-
fortably, with low environmental impact, and without 
unpleasant surprises. There are substantial variations 
in experiences depending on time of day and weather. 

Road managers describe the operating and main-
tenance standard that road-users can expect from 
various types of road and stipulate permitted loads. 
Information about this is described in service commit-
ments, current information in the media, sign posts 
with permitted bearing capacity etc.

GoAl Achievement

subsidiAry GoAl 
  Parts of the goal have been achieved.

The degree of goal achievement is assessed using an 
overall appraisal of the results in 2008 in relation 
to standards in 2004. The subsidiary goal has been 
achieved for bearing capacity restrictions during the 
spring thaw, for longitudinal roughness on paved 
roads, and for winter road conditions. It has not been 
achieved for rut depth on paved roads. 

interim GoAl 
  Parts of the goal have been achieved.

Goal achievement is calculated using an overall ap-
praisal of results in 2008 in relation to results in 2007. 
Bearing capacity restrictions during the spring thaw 
have been reduced significantly and have fulfilled the 
interim goal. Longitudinal smoothness on paved roads 
achieved the interim goal, while the interim goal was 
partially achieved for rut depth on paved roads. Winter 
road conditions achieved the interim goal.

Necessary data on municipal and private roads are 
not available. Therefore the review of goal achievement 
is based on data from the state road network.

Report of results – Transport quality



25

key reAsons for the 2008 results
There are several primary reasons why the interim 
goal 2008 to improve road conditions has not been 
fully achieved. The first is the difference between 
the economic framework in the National Plan for the 
Transport System 2004–2015 (which was used to set 
standards) and actual allocated appropriations. The 
second is that we have not received sufficient compen-
sation for price developments for road management. 
The third is rising costs for new and improved road 
infrastructure as well as tougher environmental and 
road safety requirements. Significant improvements 
in efficiency have not compensated for these circum-
stances.

The interim goal for 2008 that road conditions are 
to improve compared with 2007 has not been fully 
achieved as a result of the circumstances named above, 
despite a continued prioritisation of road smoothness 
at the expense of technical status. Follow-up methods 
are being developed for technical status. 

The following general cost increases between 2007 
and 2008 have been identified:

Costs for road management materials have risen by • 
more than seven per cent for operation and main-
tenance (expressed as an operational index, but 
the pavement index has risen by more than 20 per 
cent and the bridge index by 16 per cent). 
New and improved road facilities (such as the  • 
Uppsala–Mehedeby motorway, road information, 

lighting and median barriers) have meant new 
costs of about SEK 55 million. 
Tougher environmental and road safety require-• 
ments relating to road measures have meant new 
costs of about SEK 35 million.
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road users experience transport quality  
as high when this experience is as  
expected or better than expected.

functionAl condition  
The way road users experience transport quality is 
mainly dependent on the functional condition of the 
road network, in particular qualities that directly 
impact road users. The short-term condition is in-
fluenced by operational measures, such as snow and 
ice clearance, cleaning, grading of gravel roads and 
maintaining rest areas and road-side areas. In the 
longer-term the functional condition is upheld through 
maintenance measures, such as new surfacing, bridge 
repairs and replacing worn road equipment. Load 
bearing measures that adapt the construction of roads 
and bridges to meet current load requirements are 
important for the condition of the road network and 
transport quality. The road network has been built 
over many years and bearing capacity demands have 
gradually risen. This is why permitted loads are often 
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much higher than load capacity when the roads were 
originally built. [Fig. 22]

Road characteristics  
Road characteristics that have the greatest impact on 
transport quality for public transport, goods trans-
ports and individual road users (including pedestri-
ans) are winter road condition, road surface smooth-
ness and friction, and bearing capacity restrictions.  

Winter road condition impacts transport quality in 
various ways. Travel speed is slower to reduce the risk 
of an accident, comfort is lower in difficult road condi-
tions, and vehicle costs increase when there is deep 
snow. Road smoothness and surface structure influ-
ences in various ways travel time, road safety, vehicle 
costs and travel comfort and also noise levels from 
traffic.

Road bearing capacity has both technical and eco-
nomic aspects. It is relatively easy to stipulate the 
technical maximum bearing capacity for a bridge. It 
is more difficult for roads as bearing capacity here 
is dependent on weather and there are larger differ-
ences between stretches of road. Higher loads and 
rising traffic volume increases wear (damage) on both 
bridges and roads. The highest permitted load agreed 
on by road managers is therefore based on economic 
factors, where maintenance and societal costs are both 
considered. Road bearing capacity also changes when 
the ground is frozen or thaws. It is therefore important 
for the forest industry, among others, that road man-
agers are flexible and offer hauliers an opportunity to 
drive heavier transports when the road allows this. 

nAtionAl plAn stipulAtinG requirements, 
stAndArds And tArGets  
The SRA has specified an operational and mainte-
nance standard on state roads based on the Govern-
ment planning frame in the National Plan for the Road 
Transport System 2004–2015. The standard offers an 
optimal balance between various transport policy 
subsidiary goals and road-user desires, i.e. external 
efficiency. The goals also include the preservation of 

road capital, which means long-term economic sus-
tainability and consideration of the interests of future 
road-users. 

In addition this plan contains the requirement that 
the standard should be achieved at the lowest road 
maintenance cost (i.e. internal efficiency). Internal 
efficiency for operations and maintenance should be 
increased by at least one per cent per year. 

The plan includes six goals for reinforcing existing 
roads, two of which are time-bound. The purpose is to 
prevent and reduce bearing capacity restrictions on 
different types of roads.

The long-term plan also includes the following  
priorities:

Operating conditions are to be kept at current  • 
levels, i.e. maintain the same operating standard 
as previously. 
Maintenance of paved road is used as a regulator • 
when there is a lack of resources in the short term. 
However, this means smoothness deteriorates, in 
particular on minor and medium-sized roads, and 
the accumulated maintenance needs (i.e. backlog 
in relation to the maintenance standard) increase. 
Bearing capacity appropriations are to be used • 
gradually to reinforce those roads that risk bear-
ing capacity restrictions. This will reduce the 
amount of restricted road. However, where mainte-
nance is neglected, other roads may end up in this 
risk zone. The amount of road subject to bearing 
capacity restrictions is largely dependent on the 
weather.

meAsurinG trAnsport quAlity
Measurements of transport quality use both objective 
parameters of the condition of the road and subjective 
experiences of journeys by road users. Rankings by 
road users reflect their experiences of the road condi-
tion in relation to their expectations. The parameters 
are used to provide a national standard, i.e. a desired 
condition, and to follow-up the current condition in 
comparison with this standard.  

[Fig. 22] mAximum permitted Gross weiGht, tonnes
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Road roughness
SRA standards for longitudinal roughness on paved 
roads are dependent on stipulated speed limits and 
traffic flow. Roughness is currently measured using an 
international index called the International Rough-
ness Index (IRI), and can be converted into vehicle 
costs and travel speed. Transverse roughness is mainly 
measured as rut depth in millimetres. Additional pa-
rameters are used on narrow roads. Both longitudinal 
and transverse roughness are compared with main-
tenance standards. Shortcomings in relation to the 
standard is recalculated as a cost to rectify deficien-
cies and is reported as a backlog (accumulated mainte-
nance needs). 

Road roughness is measured in the summer, when 
roads are smoothest. Measurements in the spring 
show much more roughness. Average IRI values are 
sometimes 30 per cent higher. On gravel roads, it is 
generally more difficult to maintain smoothness and 
surface structure than on paved roads. This difference 
disappears however on snow roads. The condition of 
gravel roads is subjectively evaluated using a special 
methodology. Using dialogue projects and specific road 
user councils the SRA is attempting to improve under-
standing for local adaptation and increase the number 
of satisfied road users. 

The percentage of paved road is also a rough param-
eter of transport quality. Since the 1980s, the percent-
age of gravel roads has been halved, as many gravel 
roads have been paved. The goal is to pave all roads 
where traffic volume exceeds 250 vehicles per day or 
125 vehicles per day if the road serves ribbon develop-
ments.

Road and bridge bearing capacity
Bearing capacity is the maximum load that can use 
roads and bridges. It is based on static and dynamic 
estimates of the structures and economic evaluations 
of maintenance costs. 

Bridge bearing capacity has improved over the 
past 15 years as a result of various bearing capacity 
projects. According to the long-term plan for 2004–
2015, by 2012, all the bridges on the road network 
highlighted by the business community should cope 
with gross weight up to 60 tonnes. 

Road bearing capacity has been improved at a much 
slower rate through reinforcement measures. Important 
roads for the business community are to be strengthened 
so that they have full bearing capacity all year round, 
while the smallest roads have only a bearing capacity 
that allows light traffic at low speeds during the spring 
thaw. Bearing capacity is monitored in terms of normal 
permissible load (bearing capacity class), and through 
bearing capacity restrictions during the spring thaw.

Winter road conditions
The winter maintenance standard determines when 
snow removal or skid prevention measures should 
begin and end. Winter road conditions are monitored 
as “operating conditions achieved compared to current 
operating standards”, i.e. as a percentage of approved 
observations. [Fig. 23]

Municipal streets, and pedestrian and cycle paths
The larger municipalities have all specified various 
operational and maintenance standards for streets, 
roads and pedestrian and cycle paths they manage. 
Smaller municipalities have clear operational and 
maintenance standards to varying degrees. Municipal 
standards for operation and maintenance are however 
not summarised at national level.

It is not yet possible to draw up uniform descrip-
tions of conditions on municipal streets and pedes-
trian and cycle paths.

Private state-subsidised roads
Most of the subsidies paid were for operation and 
maintenance. Subsidies for maintenance can be used 
for bearing capacity measures on roads and bridges 
and also road safety measures. In 2005–2008, subsi-
dies have been paid for repairing road damage result-
ing from the Gudrun storm. These payments are to be 

[Fig. 23] criteriA for stAte winter mAintenAnce

 

traffic flow  standard total road length, km start criteria, cm snow depth maximum operation 
(average per day over year)    time, hours

  > 16 000 1 830 1 2

 8 000 – 15 999 2 3 300 1 3

 2 000 – 7 999 3 11 000 1 4

 500 – 1 999 4 35 000 2 5

  < 500 5 48 000 3 6
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phased out in 2009. Subsidies have also been paid for 
investments and ferry operations. 

The project “Private Roads in the Future” has been 
run during the year. The aim of this project has been in 
part to propose regulatory changes, and also to pro-
pose a new and more efficient working approach at the 
SRA for providing subsidies.

The SRA makes inspections of all bridges on the pri-
vate state-subsidy road network. By the end of 2008,  
86 per cent of bridges on this road network had re-
ceived a major inspection. Bearing capacity classifica-
tion of bridges began in 2007. In 2008, bearing capacity 
has been established for 200 bridges on the private 
road network. Bearing capacity surveys required to es-
tablish bridge capacity are being carried out on about 
900 bridges.

We create inventories and classify state-subsidised 
roads based on accessibility requirements from the 
forest transport sector. 

Together with the National Private Roads Associa-
tion and the National Land Survey we offer training 
to representatives from road organisations in admin-
istration and operational issues. In 2008, 29 training 
courses were held for 1 688 participants, 182 of which 
were women. 

whAt is the quAlity of our roAds?   
State roads   
In summary, we believe longitudinal roughness has 
gradually improved since 2004 on all roads. However, 
overall roughness is unchanged compared with 2007, 
as it has deteriorated slightly on roads with a greater 
traffic volume than 2 000 vehicles per day (ADT1) in 
other counties than forest counties. Transverse rough-
ness has gradually deteriorated since 2004 and also 
compared with 2007. [Fig. 24 – 25] Differences between 
the forest counties and the rest of the country have al-
most disappeared. The percentage of roads not open to 
the highest bearing capacity has fallen by about 16 per 
cent since 2005. The extent of bearing capacity restric-
tions during the spring thaw has fallen to one quarter 
since 2005. 

The length of road not open to the highest bearing 
capacity has fallen by 108 km in 2008. It now amounts 
to 5 096 kilometres. This percentage still remains 
larger in the forest counties, eight per cent compared 
with three per cent for the rest of Sweden.

 The extent of bearing capacity restrictions during 
the spring thaw has previously varied significantly 
from year to year depending on the weather. Since 2005 
bearing capacity restrictions on state roads have been 

[Fig. 26] roAd beArinG cApAcity

parameters 2004 2005 2006 2007 2008

Class 1, km 92 050 92 255 92 176 93 216 93 371

Non Class 1 roads, km   6 262 6 045 6 156 5 215 5 096

Class 1, proportion, % 93.6 93.9 93.7 94.7 94.8

Class 1, proportion in forest counties, % 90.4 90.8 90.5 92.2 92.3

Restriction during spring thaw, km    14 449 13 888              14 008 7 045  3 200

of which forest counties, km 7 664 7 603 5 193 2 977 2 281

Important roads to business community, km 5 162 4 502 4 162 2 282 1 270

Total, thousands of day-kilometres (including important business roads) 572 518 453 246 139

of which forest counties 350 333 186 155 96

of which important roads to business community, thousands of day-kilometres 229 228 141 95 54

Other counties ADT < 2 000

Forest counties ADT < 2 000

[Fig.25]  PROPORTION OF ROADS WITH IRI > 4
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reduced by three-quarters to about 139 000 day-kilo-
metres, of which 54 000 day-kilometres were on impor-
tant roads for the business community. This is largely 
as we have become more restrained in using restric-
tions, but frostproofing of roads has also contributed. 
According to the SRA’s thaw index, climate changes 
have only had a marginal impact on these substantial 
improvements. In addition, light traffic now has all-
year access to state roads as a result of vigorous bear-
ing capacity efforts since 2004. [Fig. 26]

Winter road maintenance is monitored through ran-
dom checks of road conditions. We can however not 
report the results from this monitoring of operating 
standard in 2008 as this has not conformed with our 
reliability requirements. As a result, we have begun to 
change the application of the monitoring system. Ac-
cording to a subjective assessment, road conditions 
still meet approved operating standards.

General maintenance
Road user rankings dropped during the period 1996–
2000 and have since risen slightly. Rankings have 
since stabilised at a slightly higher level than in the 
mid 1990s. Ahead of the 2007 survey we have merged 
regional and other roads and changed the method 
slightly. This means results are not directly compara-
ble. In the spring 2008 survey 53 per cent of private mo-
torists on national roads were satisfied, overall on both 
regional and other roads 43 per cent were satisfied.

Municipal roads and streets
Since the mid 1980s several municipalities have car-
ried out customer surveys every third year, with a 
focus on municipal engineering, including opinions 
about streets, parks, and lighting etc. One of these 
questions is about standards (smoothness, holes and 
ruts) on streets, roads and pedestrian and cycle paths. 
More than 80 municipalities carried out customer 
surveys in 2007, coordinated by the Swedish Associa-
tion of Local Authorities and Regions. The percentage 
of municipal residents that are very or quite satisfied 
with standards on the municipal road network has 

fallen from 50 per cent in the early 1990s to about 35 
per cent in 2007. Resident opinions are to some extent 
connected with how much municipalities invest in 
paved road maintenance. Like many municipal opera-
tions, there was a decline during the period 1998 to 
2001, when the level from 1988 was restored. At most, 
this decline was almost 20 per cent of annual invest-
ments in paved road maintenance. The return to 1988 
levels of resources earmarked for paved road main-
tenance is not reflected in the experience of residents 
about the condition of streets, roads, and pedestrian 
and cycle paths.  

plAnned meAsures 
The most important measures for the quality of the 
Swedish road transport system are operation and 
maintenance measures. Bearing capacity improve-
ments and exemptions from thaw restrictions also 
influence transport quality and goal results. A very 
important part of measures that influence goal results, 
though indirectly, are efficiency measures. Improve-
ments and new building lead to transport quality im-
provements at a local level. 

Efficiency in operation and maintenance activities is 
continually improving. The time from an efficiency de-
cision to the full impact on activities varies depending 
on the character of a measure. It can take up to 10–20 
years to fully integrate certain maintenance measures. 
Efficiency achievements are a result of all measures 
since the early 1990s. Efficiency improvements must 
also be seen over several years if temporary changes 
and data errors are to be eliminated.

Our estimates show that internal efficiency in opera-
tions and maintenance in recent years has increased 
by about two per cent per year. Our commitment in the 
National Plan for the Road Transport System 2004–
2015 was at least one per cent per year. 

The long-term trends must be met with long-term 
external and internal actions. 

Externally the SRA must continuously report to the 
Government and its customers about the actual costs 
for stipulated operation and maintenance standards 
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Operation and maintenance standards are to be • 
regularly adapted as a result of improved cus-
tomer dialogue.
The regions are to play a more active role in iden-• 
tifying and achieving potential efficiency savings. 
Knowledge exchange between regions is to increase.
Research and development is to become more fo-• 
cused on targets and practical application.

Gender perspective
Operations and maintenance aims to maintain the 
existing road network at an established standard in 
accordance with previous decisions. A gender perspec-
tive exists in daily work, such as the broad represen-
tation of women in both operation and maintenance 
management and in customer dialogue. Transport 
quality should be equally high and adapted for all, 
irrespective of gender. Operation and maintenance 
targets both women and men equally and we there-
fore treat it as if it was gender neutral. The values and 
needs of women and men are measured using road user 
rankings of operations and maintenance. An analysis 
of road user rankings shows that women between 2003 
and 2007 have become more satisfied, while satisfac-
tion for men has remained unchanged. This means the 
gap between women and men has been reduced.

internAtionAl outlook  
Conditions vary substantially between different 
countries. This includes significant differences in the 
definition of the state road network, requirements for 
standards, road length per person, and climate pre-
conditions. The closest comparisons are possible with 
Finland, Norway and some federal states in northern 
US and southern Canada. According to subjective as-
sessments, conditions on Swedish roads are equiva-
lent to conditions in the Nordic region, Germany and 
North America for roads with similar traffic volumes. 
The SRA’s work in operation and maintenance issues is 
often presented and discussed at international forums, 
such as PIARC1, TRB2, ERANET3 and COST4 and has a 
good international reputation.
 

Safe traffic

subsidiAry GoAl for roAd sAfety
Safe roads, where the long-term goal of road safety is that no-
body is to be killed or seriously injured as a result of accidents 
on the road transport system. The road transport system is to 
be adapted to the conditions required to meet this long-term 
goal. 

1. World Road Association.
2. Transportation Research Board.
3. European Research Area – Networking.
4. European Cooperation in Science and Technology.

and how various factors influencing costs are chang-
ing. This should offer the Government good supporting 
documentation for its decisions. 

Internally the SRA is to ensure gradual increases in 
efficiency of at least 1.5 per cent per year through the 
following measures:

A holistic approach is to be strengthened in vari-• 
ous respects within the framework for the Road 
Asset Management concept, which concerns road 
capital, its use, management and development. In 
particular, improved follow-up of activities and 
their effects are to create opportunities to discover 
potential efficiency measures using impact assess-
ments. 
Partnership with contractors is to be extended to • 
stimulate a steady development and utilisation of 
their skills. In particular, an extended and efficient 
functional tendering is to convince contractors to 
improve production efficiency. 
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The subsidiary goal for road safety was established by 
parliament in 1997 as part of a decision for a new road 
safety policy and Vision Zero. The goal comprises two 
parts, partly that the number of fatalities and serious 
injuries is in the long term to fall to zero, and partly 
that the design and function is to be optimised so that 
the road transport system develops into a safe system. 

GoAl Achievement

  Parts of the goal have been achieved.

Goal achievement for the subsidiary goal is assessed 
based on the reduction in the number of people killed 
on roads over the past three years. If the number of 
fatalities has fallen by an average 25 people per year 
then the goal has been achieved, while it is deemed 
partially achieved if fewer people have been killed per 
year. The goal has not been achieved if the number of 
fatalities has risen over the past three years. Work is 
ongoing to refine definitions and measurement meth-
ods for serious injuries. 

result fAtAlities And serious injuries
In 2008 an estimated 420 people were killed in road 
traffic. This was a reduction by 51 fatalities compared 
with 2007 (471) and on average a reduction by about 
eight fatalities over the past three years.

During the past decade, the number of fatalities on 
state roads has fallen by 65 persons and on municipal 
roads by 50 persons. This means a reduction in fatalities 
by about 15 per cent on the state road network and about 
30 per cent on the municipal road network. [Fig. 27]

The number of serious injuries in 2008 is estimated 
at about 3 725. The number of seriously injured in-
creased in 2002 and then dropped in 2004 after which 
the figure has stabilised. The introduction of a new 
reporting system STRADA for road injury data in 2003 
is probably the main reason for these large fluctua-
tions. The number of injuries has dropped slightly 
since 2007.

There is a significant non-response in official sta-
tistics for the number of serious injuries in road traf-
fic accidents. According to patient statistics from the 
National Board of Health and Welfare, every year some 

11 000 people are injured seriously enough to require 
admission to hospital. Patient statistics are however 
not detailed enough to act as a source for official road 
accident statistics. [Fig. 28]

We are currently working with STRADA to supple-
ment police statistics with healthcare figures. At year 
end 2008, about 70 per cent of the country’s emergency 
hospitals reported road traffic injuries to STRADA. 
Once the reports of all emergency hospital depart-
ments are included, the quality of these official statis-
tics will improve significantly. It will then also be pos-
sible to introduce a new health parameter for medical 
disability. The term is defined as a person that has not 
regained previous health levels following a road acci-
dent within a reasonable time-span and can therefore 
be deemed seriously injured in accordance with the 
Vision Zero approach.

AnAlysis of results
In 2006, 445 people were killed on the roads, which is 
25 more than the result for 2008. This is a reduction 
by 51 fatalities compared with 2007 (471) and an aver-
age reduction by eight road deaths over the past three 
years. This is far from the rate of reduction stipulated 
in criteria to achieve the subsidiary goal that no-one is 
to be killed or seriously in road traffic. The goal is con-
sidered partially achieved as the number of fatalities 
has been reduced.

A series of external factors influence injury outcome. 
The economic situation is highly important for the 
total driving distance and changes to travel patterns 
with fewer high-risk groups in traffic. The expansion 

[Fig. 27] number of trAffic fAtAlities by roAd mAnAGer, 1999–2008 (excludinG nAturAl cAuses) 
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and slowing of the economy during 2007 and 2008 is 
also reflected in the number of fatalities. Other fac-
tors that contribute are lower average speed, a rise in 
the proportion of separated roads, and safer cars. The 
results are also affected by the age structure of the 
population, its gender distribution, climate, and indi-
rect factors such as alcohol consumption. For exam-
ple there are more drivers that have owned a driving 
licence for more than a decade, the average age is on 
the increase, and the percentage of women drivers is 
growing. 

The SRA has in recent years developed a forecast 
model that describes fatalities in relation to traffic 
volume, based on developments since traffic switched 
to driving on the right side. From this perspective a 
clear stair can be discerned with a falling curve for the 
number of fatalities. The number has fallen by an aver-
age three per cent per year, despite a constant increase 
in vehicle mileage by an average 1.5 per cent (included 
in the forecast model). If road safety continues to be a 
priority in community planning, indications are that 
we can ultimately get close to the goal of zero fatali-
ties. [Fig. 29]

 
sAfety-relAted conditions And  
meAsures 2008 
To focus on analysing variations in the number of fa-
talities is associated with certain problems as chance 
influences the results and a link between measures 
and effects is often lacking. A better way to follow road 
safety developments from year to year is to use status 
parameters (such as seat belt use, cycle helmets, and 
kilometres of rectified road). 

The state road network
We have during 2008 begun to introduce a completely 
new and more flexible speed limit system with ten 
stages. This means current speed limits are supple-
mented with 40, 60, 80, 100 and 120 km/h. Speed is 
to be gradually adapted to how safe the road is and 
human tolerance levels to external violence. The aim 
is mainly to find a balance between requirements for 
road safety, environment, accessibility, and positive 
regional development. In total, speed limits have been 
reduced on 2 400 km of road, at the same time as 910 
km of road have had speed limits raised.

In addition to speed limit changes, 230 km of sepa-
rated road has been built, 50 km of which was motor-
way. Centreline rumble strips have been installed on 
more than 800 km of road. In addition to this, certain 
junctions and roadside areas have been rectified. 

By year-end there were a total 4 000 km of separated 
road. 

Measures on the state road network in 2008 are esti-
mated to have resulted in 12 fewer fatalities annually.
[Fig. 30]

The municipal road network
No overall picture exists of how large a percentage of 
traffic uses safe streets and roads on the municipal 
road network or for the number of implemented mu-
nicipal measures. The Swedish Association of Local 
Authorities and Regions has begun to identify imple-
mented measures. Certain parameters are included in 
the proposed new interim goal that the SRA has pre-
sented to the government, including the percentage of 
safe passages across municipal streets for vulnerable 
road users and the percentage of safe junctions. 

Over the past ten years it has become increasingly 
clear that municipalities have systematically invested 
in physical measures in the street environment, which 
significantly contributes to increasing safety for vul-
nerable road users.

Seat belt use
In 2008, 95 (96) per cent of car drivers and 95 (96) per 
cent of front seat passengers used a seat belt. Over 
the past decade seat belt use has increased by four 
percentage points for drivers and by three percentage 
points for front seat passengers. In urban traffic, seat 
belt use for drivers and front-seat passengers was 
about 90 (89) per cent in autumn 2008. 

[Fig. 30] sepArAted roAd And centreline rumble strips, number of Km (At yeAr-end) 

 1999 2000 2001 2002 2003 2004 2005 2006 2007 2008

2+1 road 30 180 450 680 950 1 130 1 300 1 510 1 770 1 950

Motorway 1 480 1 490 1 510 1 530 1 580 1 600 1 700 1 740 1 810 1 860

Other separation 200 210 210 220 220 230 240 240 250 200

Centreline rumble strips 0 0 0 0 0 0 250 1 240 2 500 3 340

total 1 710 1 880 2 170 2 430 2 750 2 960 3 490 4 730 6 330 7 350

[Fig. 29] forecAst model And results – number of fAtAlities
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Seat belt use is different for women and men. In the 
18–25 age group, seat belt use among women is about 
15 percentage points higher than among men. This dif-
ference narrows in the older age groups. Seat belt use 
is higher in the older age-groups compared with the 
younger.

Seat belt use for taxi drivers was 90 (92) per cent 
in 2008. Seat belt use for heavy lorry drivers was not 
measured in annual measurements 2005–2006. In 
2008, about 48 (42) per cent of drivers in heavy vehicles 
with trailers used a seat belt. It has not been possible 
to measure seat belt use in buses and by commercial 
traffic passengers. Trial measurements onboard buses 
indicate that 10–40 per cent of passengers use seat 
belts. [Fig. 31]

Efforts to increase seat belt use have continued in 
a collaboration between the SRA, the police and the 
National Society for Road Safety (NTF). Police surveil-
lance has been supplemented by information efforts 
at national, regional and local levels. Our efforts have 
targeted driver groups where there is greatest poten-
tial for improvements – young drivers and commercial 
drivers – and in urban traffic.

Travel speed
No measurements of speed limit violations have been 
carried out since 2004. In 2007, we created a speed 
index that only reflects changes in speeds. This speed 
index is based on data from 83 fixed measurement 
points since 1997, though these are not representative 
for the entire road network. 

According to the speed index, the proportion of ve-
hicles exceeding speed limits has fallen over the past 
three years. This has also meant that average speed 
has fallen slightly. [Fig. 32]

The National Police Board and the SRA are working 
on a joint project for Automated Traffic Control using 
cameras (ATC). In 2008, about 250 km of road has been 
equipped with cameras for automated speed surveil-
lance. This is estimated to result in one fewer fatality 
per year. By year-end 2008, there was 2 700 km of road 
fitted with road safety cameras. [Fig. 33]

The police is according to its new surveillance strat-
egy to carry out more speed checks in order to reduce 
average speeds and is also to reduce deductions for 
speeds measured at speed checks. 

Driving under the influence of alcohol
The result from the SRA in-depth studies 2007 (most 
recently available data) showed that 24 per cent of  
passenger car drivers killed during the year had  
alcohol in the blood above the level for drunk driving  
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Taxi, driver
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child rear seat

Passenger car, driver

Passenger car, 
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[Fig.31]  SEAT BELT USE, PER CENT 
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[Fig.  33]  roAds eQuipped with Atc, number of Km (At yeAr-end) 

  
  1999 2000 2001 2002 2003 2004 2005 2006 2007 2008

ATC 10 10 230 270 590 950 950 1 900 2 440 2 700
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[Fig. 35] breAthAlyser tests (million) 1999–2008.  

 1999 2000 2001 2002 2003 2004 2005 2006 2007 2008

Total, millions 1.1 1.1 1.1 1.3 1.4 1.6 1.8 2.2 2.5 2.5

Percentage positive 1.4  1.3 1.4 1.4 1.3 1.2 1.2 0.9 0.8 0.8
 
Source: Police statistics.

[Fig. 36] number of reported drinK drivinG offences 

          2004 2005 2006 2007 2008

Drink driving offences 22 185 23 225 27 375 29 362 31 032

of which drug driving 6 597 7 416 9 955 11 240 12 224
 
Source: Brottsförebyggande rådet (BRÅ).

(0.2 promille), which is one percentage point more than 
the previous year. Since 2003 the percentage of drunk 
drivers has fallen slightly. In absolute figures, 66 drunk 
passenger car drivers were killed in 2003. This figure 
has since fallen to 48 drunk driver fatalities in 2007.

In 2008 the police has continued to carry out a large 
number of breathalyser tests, 2.5 million. The percent-
age of positive tests has continued to fall. The propor-
tion of positive breathalyser tests is largely dependent 
on when and where the police carry out these checks. If 
the checks are to be carried out as a preventive measure 
then it is important that a large proportion of road users 
see that the police are taking breathalyser tests, i.e. 
that the tests are carried out at a location and at a time 
when a large number of vehicles pass by. If the aim is to 
discover more offences, then another place and time for 
checks could be more appropriate. [Fig. 34]  

The number of breathalyser tests has more than 
doubled over the past decade. The percentage of posi-
tive tests has fallen from 1.4 per cent in 1999 to 0.8 per 
cent in 2008. [Fig. 35]

The number of reported drink driving offences in 
2008 amounted to 31 032 (29 362). Of these, 12 224  
(11 240) involved drugs. However, the number of drink 

[Fig.34]  PERCENTAGE OF DRUNK PASSENGER CAR DRIVERS 
 KILLED (ALCOHOL > 0.2 PROMILLE), 1998–2007
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driving offences does not provide an accurate view of 
alcohol and drug problems in road traffic, as results 
are dependent on police activity. About 90 per cent of 
people arrested for drink driving are men. [Fig. 36]

The SRA has in 2008 continued its efforts to per-
suade companies, municipalities, county councils and 
other authorities to equip their vehicles with alcolocks 
or similar equipment. A study spring 2008 found that 
more and more transport purchasers require trans-
ports to be equipped with alcolocks. About 45 per cent 
of Sweden’s municipalities require alcolocks for school 
transports.

Cycle helmets
An average 28 (27) per cent of cyclists used a cycle hel-
met in 2008. Measurements show that helmet use has 
increased by more than ten percentage points over the 
past decade. The greatest increase has been over the 
past five years. 

Cycle helmet use among younger children who cycle 
in residential areas has increased substantially since 
the law on cycle helmet use for children came into 
force in 2005. The law has not had as great an impact 
on children that cycle to school. A significantly higher 
proportion of girls in the first to sixth grades in school 
use helmets compared with helmet use among boys. 
The opposite is true for grades 7 to 9, i.e. that a larger 
proportion of boys use helmets. 

Almost twice as many elderly women cyclists use 
cycle helmets compared with elderly men cyclists. A 
larger percentage of women cycling to and from work 
also use cycle helmets compared with men. [Fig. 37]

Vehicles
About 95 per cent of all new passenger cars sold in 
Sweden have been tested in the European crash test 
programme Euro NCAP. More than two-thirds of cars 

[Fig.37] CYCLE HELMET USE, PER CENT 

Total
Adults – Cycle paths
Adults – Workrelated
journeys

Children 
– School journeys

Children aged 10 or 
under in residential areas

10

20

30

40

50

60

70

80

200720062005200420032002200120001999 2008

Report of results – Safe traffic



35

sold in 2008 were models that received the highest 
rating. Since Euro NCAP started in 1996, the average 
result has improved by almost two units on a scale of 
1–5. This improvement in cars is estimated to lead to 
six fewer fatalities per year.

Among car models tested in 2008, 27 of 32 had seat 
belt reminder systems. 84 per cent of all new cars sold 
in Sweden had seat belt reminder systems.

The proportion of new cars sold in Sweden equipped 
with electronic stability programs (ESP) rose from 15 
per cent when these were introduced in July 2003 to 98 
per cent in December 2008. An earlier study shows that 
accidents in slippery road conditions are reduced by 
almost 40 per cent when cars are equipped with ESP. 
This increased prevalence of ESP in 2008 is estimated 
to prevent about three road deaths a year.  

In 2008, Euro NCAP began evaluating protection of-
fered by car seats against whiplash injuries in rear-end 
collisions. Sweden has been a driving force in develop-
ing these tests. The results will in the future become 
part of Euro NCAP’s evaluation of car safety.

 
estimAted effect of implemented  
meAsures in 2008
It is very difficult to assess the importance of meas-
ures by individual parties in a specific year based on 

changes in the number of fatalities. If we instead use 
status parameters (such as seat belt use, cycle helmets, 
and kilometres of rectified road) we can more reliably  
link annual changes to measures by individual stake-
holders. The theoretical impact of activities can be 
shown using measurements of changes in various con-
ditions and knowledge about relationship models. The 
illustration on page 36 shows the distribution of the 
effects calculated as fewer fatalities in 2008 for each 
respective condition and activity area. [Fig. 38]

new workinG ApproAch for followinG-up 
roAd sAfety
During 2008 the SRA has presented to the government 
a proposal for a more benchmarked interim goal 2020. 
The idea is that work should be more measure-related. 
This work is to be based on annual follow-ups of dif-
ferent status parameters which assess road safety 
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development and goal achievement. The aim is to cre-
ate long-term and systematic road safety efforts.

Gender perspective
Injury risks
Men run twice the risk of being killed in traffic com-
pared with women, even if differences in travel pat-
terns for men and women are taken into account. 
Among young people, men run three times the risk of 
being killed compared with women. [Fig. 39]

There are shortcomings in official police statistics 
as many accidents are not reported to the police, in 
particular accidents involving vulnerable road users. 
One important complement is therefore the health 
administration register (PAR), which is compiled for 
the entire country by the National Board of Health and 
Welfare. 

A picture of how the relative number of injuries 
compared with each other in 2007 shows that men are 
injured more than women in almost all age groups. The 
frequency of injuries is also higher among young men. 

This is particularly noticeable in the group male mo-
torcyclists and moped riders aged 15–17. The largest 
group of injured was for car drivers among men aged 
18–24. Another group that often suffered injuries was 
boys aged 7–14, mainly as cyclists but also a surpris-
ingly high number of moped riders (or motorcyclists). 

Among the youngest children, cycle accidents were 
the dominant reason for injury. A large number of cy-
clists were also injured among the elderly. [Fig. 40]

 
Men expose themselves to greater risks
Men are in general more inclined to take risks than 
women. This is also true in road traffic. Men are worse 
at complying with speed limits, driving sober, and us-
ing seat belts. 

Women account for slightly more than ten per cent 
of passenger car drivers killed in single accidents, 
despite the fact that mileage by women is half that of 
men. The main reason is that men drive under the in-
fluence of alcohol to a far greater extent than women. 
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[Fig. 38] the estimAted reduction in fAtAlities As A result of vArious meAsures And stAtus chAnGes in roAd trAffic 2008 

RS measure = Road safety measure  ?= No data available.
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Motorcycles are the vehicles that are linked to the 
greatest risk of being killed in road traffic. The ten-
dency among men to take greater risks is also clear 
here, as almost all motorcycle riders are men.

Women have a positive attitude to road  
safety issues
This difference in willingness to take risks is reflected 
in attitudes to road safety. About two thirds of women 
and half of men believe it is unacceptable that people 
are killed in traffic. More than seven in ten women and 
five in ten men believe traffic risk has increased in re-
cent years. About 70 per cent of men and 50 per cent of 
women believe it is more important to follow the traf-
fic rhythm than speed limits. 

More women than men are positive to measures to 
promote road safety. One example is that 60 per cent of 
women and 40 per cent of men believe it is reasonable 
to reduce speed limits in order to improve road safety.

 

Source: Official statistics for the number of fatalities in road traffic accidents and figures on journey length from SIKA’s travel habit survey 2005–2006.

[Fig. 39] number of fAtAlities in roAd trAffic Accidents 2007 per billion pAssenGer Kilometres, cAlculAted per 
AGe Group And Gender.
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[Fig. 40] serious injuries per 100 000 persons per Gender, AGe, And roAd user Group, nAtionwide 2007
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Report of results – Safe traffic

internAtionAl outlook
The number of fatalities fell significantly in many EU 
countries, mainly in 2002–2005. One common explana-
tion for this is that police surveillance of speeds and 
traffic sobriety has risen substantially. Several countries, 
including Denmark and the Czech Republic, have also 
introduced a demerit system for driving licences. There 
has also been a clear reduction in the number of road 
fatalities in other industrialised countries in the world.

This positive development ceased in many European 
countries in 2007. For Nordic countries the number 
of fatalities has increased, particularly in Denmark 
and Finland which in 2007 returned to the same level 
as 2002–2003. Rising traffic volume as a result of the 
economic boom is named by many countries as one 
important reason for the trend break. 

Preliminary figures suggest that the number of fatal-
ities in most EU countries has fallen in 2008. However, 
in Norway the number of fatalities has risen by about 
ten per cent, while in Denmark no major changes have 
taken place compared with 2007.
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The EU has established a target: that the number of 
road traffic fatalities is to be halved between 2000 and 
2010. This means for the EU-25 countries before its 
expansion in 2007 about 25 000 fatalities by 2010. The 
level for 2007 was about 39 000. Portugal and France 
are the countries that are closest to achieving the goal 
of halving fatalities by 2010. [Fig. 41]
 

GoAl Achievement

  Parts of the goal have been achieved.

The assessment for 2008 is that measures in the road 
transport sector have made a positive contribution to  
seven of the environmental quality goals. 

Below is a description of how the road transport sec-
tor contributes to achieving environmental quality 
goals. The goals for air quality and natural and cultural 
heritage have no interim goals. These are therefore re-
ported in more detail. Measures to achieve goals for car-
bon dioxide, noise, and water are reported in brief below 
and in more detail under each respective interim goal.

contribution from roAd trAnsport sector 
The analysis for 2008 is the second overall assessment 
in the SRA’s Sectoral Report of how the road transport 
system contributes to achieving environmental quality 
goals. This assessment suggests that the road trans-
port sector has made a positive contribution to nearing 
half of the environmental quality goals. There have 
been many good efforts during the year to reduce car-
bon dioxide and pollution emissions, and to improve 
the situation for people exposed to noise. Impact on the 
landscape and ecosystem has however increased. Much 
work remains to be done to solve the environmental 
challenges facing the road transport system. The prob-
lems are in part that emissions from road traffic are not 
decreasing at the rate required to achieve objectives, 
and partly that the road transport sector’s impact on 
landscape and ecosystems has increased. This in turn 
will lead to the failure to achieve the transport policy 
interim goals for carbon dioxide, noise and water.

[Fig. 42] Assessment of how meAsures on the roAd trAns-
port system hAve contributed to GoAl Achieve-
ment for eAch environmentAl QuAlity GoAl

 environmental quality goal subsidies

 1 Limited climate impact 

 2 Fresh air 

 3 Only natural acidification 

 4 Toxin-free environment   

 5 Ozone layer protection Unknown

 6 Safe radiation environment   0*

 7 No eutrophication 

 8 Living lakes and waterways 

 9 Good quality ground water 

 10 Sea in balance and living coast and archipelago  

 11 Swarming wetlands 

 12 Living forests 

 13 Rich agricultural landscape 

 14 Outstanding mountain environment  

 15 Good environment in built-up areas  

 16 Rich plant and animal life 

7 environmental quality targets where the road   
transport sector has made a positive contribution 

* No relevant contribution from the road transport sector.

[Fig. 41] fAtAlities in some eu countries 2000–2008, 
index 2 000=100 
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Good environment

subsidiAry environmentAl GoAl
A good environment, where the design and performance  
of the road transport system is to contribute to achieving  
environmental quality targets.

GoAl intentions
The Swedish parliament has adopted 16 environmen-
tal quality objectives for Sweden. These goals are to 
help to develop a direction that solves the main envi-
ronmental problems. The goals describe the quality 
and environmental status that is sustainable in the 
long-term and aim to:

 promote public health• 
 protect biodiversity and natural environments• 
 preserve cultural environments and natural herit-• 
age values
 preserve the long-term production capacity of the • 
ecosystem
 ensure good management of natural resources.• 

The subsidiary goal means that the road transport 
system is to be designed and offer functionality that 
results in a long-term sustainable condition and an 
environment with the desired quality. The road trans-
port system impacts 15 of the 16 environmental qual-
ity goals. [Fig. 42]

Report of results – Good environment
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Carbon dioxide
The road transport sector has in 2008 implemented 
measures that have reduced total emissions of carbon 
dioxide by two per cent compared with 2007. For 
example the SRA has implemented measures to re-
duce carbon dioxide from road traffic by about 72 
kilo-tonnes. Measures that have contributed most to 
emission reductions are mainly ecodriving, efforts to 
influence the choice of vehicle and mode of transport, 
changes to speed limits, and a reduction in energy use. 
However, despite these efforts from the road transport 
sector changes during the year have not been sufficient 
to achieve the subsidiary goal. See also the interim  
goal 1 – carbon dioxide.

Air quality
The long-term goal for Fresh air, the generation goal 
that is to be achieved by 2020, is that “air is to be so 
clean that public health and animal, plant and cultural 
values are not damaged”. The environmental objective
has six subsidiary goals with the target year 2010. 
These subsidiary goals are for sulphur dioxide, nitro-
gen dioxide, ozone, particulate matter, B(a)P, and emis-
sions of volatile organic compounds (VOC). Emissions 
of most of these substances are believed to have fallen 
in 2008.

Toxin-free environment 
Many different materials and chemical products are 
used in the operation and maintenance of roads. Dur-
ing the year we have worked to monitor dangerous 
chemical products used in our activities. This will 
provide basic data to achieve a gradual phasing out  
of the most dangerous substances in our operations. 

Ground water 
During 2008, six water catchment areas have been pro-
tected to reduce the risk of being affected by accidents 

or spillage. This has meant 454 000 consumers have 
had their water catchment areas protected. 

Natural and cultural heritage
Seven of the environmental quality goals are directly 
linked to impact on the natural and cultural environ-
ment by the road transport sector. Watercourses pass 
roads via culverts or bridges, and these are therefore 
highly important for the environmental quality goals 
Living lakes and waterways and Sea in balance and 
living coast and archipelago. The diversity of roadside 
species and tree-lined avenues contribute to opportu-
nities to achieve both a Rich agricultural landscape 
and Good urban environment. The construction of 
fauna passages enables a Rich plant and animal life, 
Living forests and Swarming wetlands. 

The road transport sector has not contributed to a 
positive development towards the seven environmen-
tal quality goals concerning natural and cultural herit-
age. Despite the fact that measures are taken during 
planning, construction and maintenance of roads, 
today the road network has a negative impact on the 
landscape. For example, culverts are still placed incor-
rectly and become an obstacle for aquatic animals, 
the number of overgrown roadside bushes is on the 
increase, and most planting of tree-lined avenues in re-
cent years has been unsuccessful. However, it is posi-
tive that the number of migration obstacles removed 
and fauna passages built has increased in 2008. 

Outstanding mountain environment 
Within the goal for Outstanding mountain environ-
ment the main subsidiary goal concerning the road 
transport sector is noise levels from snow scooters. 
There is currently no data available about these noise 
levels. However, according to some studies snow scoot-
ers fitted with four-cylinder engines meet noise limit 
requirements in the subsidiary goal, while snow  

Report of results – Good environment
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1. SCR, selective catalytic reduction. A cleaning technology where urea 
is used as the reductant in catalytic convertors.

[Fig. 43] populAtion-weiGhted index of Air  
pollution levels for nitroGen dioxide, 
sulphur dioxide, soot, benzene, And  
in totAl, per cent
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scooters with other types of engine are not believed to 
meets the requirements. The assessment is therefore 
based on whether the proportion of snow scooters sold 
with four-cylinder engines has increased. This propor-
tion has increased steadily since 2000, when almost 
none were sold. For 2008, about 40 per cent of new 
snow scooters were four-cylinder or ten per cent of 
total snow scooters. At the current sales rate for snow 
scooters, it is believed however that it will be difficult 
to achieve the subsidiary goal for an Outstanding 
mountain environment that 60 per cent of all snow 
scooters are to be equipped with four-cylinder engines 
by 2015.

Good urban environment
Good urban environment is a comprehensive goal with 
many subsidiary goals that concern the road transport 
sector. Within physical planning the proportion of 
SRA projects that have been quality assured in terms 
of natural and cultural heritage on the state roads has 
fallen. In addition, the proportion of project directives 
for road projects with requirements for project objec-
tives for natural, cultural heritage and recreational 
opportunities is at a very low level. On the other hand, 
the noise situation has improved during 2008.

results
Environmental quality goals
During the year the Environmental Objectives Council 
presented an in-depth evaluation of Sweden’s environ-
mental goals in the report “Miljömålen – nu är det bråt-
tom!” [Environmental Goals – Time is Running Out!]. 
The Council states that environmental developments 
are moving in the right direction, but that the speed 
of this work is not sufficient to achieve the goals by 
2020. The report highlights the fact that nine of the 16 
environmental quality goals are seen as very difficult 
or impossible to achieve. The picture is slightly more 
positive for subsidiary environmental goals. Several 
subsidiary goals have already been achieved and about 
thirty subsidiary goals are expected to be achieved by 
the target year.

Air quality 
The impact of road traffic on air quality depends on 
traffic volume (vehicle mileage) and emissions per 
driven kilometre. The composition of the vehicle fleet is 
also important, as older vehicles generally emit more 
than new. Air quality is also affected by the amount of 
particulate matter generated by tyre-road surface wear 
and the whirling up of this matter from the road area.

Vehicle mileage is highly influenced by the economic 
situation and developments in the rest of society. Air 
pollution levels are also impacted by pollution that 
has been transported over long distances from other 
countries. It is not easy to influence these parameters, 
but this requires many coordinated measures and 
international collaboration over many years. 

The fact that environmental quality standards for 

particulate matter (PM10
) are exceeded during the spring 

on narrow streets and main roads is mainly a result of 
our winter climate and use of studded tyres. Using sand 
to improve grip on winter roads and small-scale wood 
burning may also contribute to higher levels in some 
towns. Meteorology is highly important for air quality 
and levels are impacted by local ventilation conditions. 
A stable layer of air, inversion, can however lead to sig-
nificantly higher levels in some urban areas. [Fig. 43]

Nitrogen dioxide 
According to SRA estimates there is a risk that the 
standard for nitrogen dioxide (NO

2
) is exceeded on  

65 km of state road. Environmental quality stand-
ards for nitrogen dioxide in Stockholm, Göteborg and 
Mölndal were exceeded in measurements of levels at 
street level in 2008. Emissions of nitrogen oxides from 
road traffic have fallen by nine per cent since 2007 and 
by 61 per cent since 1986. However, the percentage of 
nitrogen dioxide of total nitrogen oxide emissions has 
risen for several years. This is as more diesel vehicles 
have oxidation catalysts. Nitrogen oxide emissions are 
expected to reach a peak between 2007 and 2010 and 
then fall back rapidly as nitrogen oxide emissions fall 
in total and as the percentage of nitrogen dioxide is 
reduced as new purification technology (SCR1) becomes 
more widespread. The trend for nitrogen dioxide levels 
in Swedish urban areas has been falling since 1986/87 
but this has slowed in recent years. Rising levels of 
global ozone is one probable explanation to the slow-
ing rate. The trend for municipalities that collaborate 
in measurements within the urban measurement net-
work, is an annual reduction by an average 0.6 µg/m3.  
For a typically sized town this means that levels of 
nitrogen dioxide have fallen by about 50 per cent since 
1986/87. [Fig. 44]  
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[Fig. 45] estimAted emissions of exhAust pArticles from roAd trAffic, thousAnd tonnes per yeAr 
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[Fig. 44] estimAted emissions of nitroGen oxides from roAd trAffic, thousAnd tonnes per yeAr  
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Particulate matter
Emissions of particles from road traffic stem partially 
from exhaust and partially from wear on the road sur-
face, tyres, brakes, and friction material. Emissions of 
exhaust particles have declined by 56 per cent since 
1990 and by 13 per cent since last year. 63 per cent of 
emissions come from diesel-driven lorries, 18 per cent 
from petrol-driven vehicles, 13 per cent from diesel-
driven passenger cars and six per cent from buses. The 
reduction in emissions of exhaust particles has not 
had an impact on the level of particles in indoor air. 
The reason for this is that the target concerns levels of 
PM

10
 and PM

2.5
 and exhaust particles have very little 

impact on these. Particles that dominate these levels 
are larger and heavier particles from wear. Emissions 
of wear particles are largely unchanged, even if the 
tyre industry has reported a trend break for sales of 
winter tyres without studs. 

The subsidiary goal for particles is very difficult 
to achieve by 2010. Among local authorities that have 

annual measurements of PM
10

, 62 per cent exceeded 
annual mean values and 67 per cent exceeded the sub-
sidiary goal daily mean values in 2007. According to 
SRA estimates of particle levels along the state road 
network, environmental quality standards for particu-
late matter (PM

10
) is at risk of being exceeded on about 

106 km of state road. Street-level measurements in 
2008 show that environmental quality standards for 
particulate matter (PM

10
) were exceeded in Stockholm. 

Complete data are available later this year. The stand-
ard is probably exceeded on streets in many other 
towns where levels are not monitored. [Fig. 45]

Volatile organic compounds (VOC)
The subsidiary goal for a reduction in emissions of 
volatile organic compounds has already been achieved 
in Sweden. Essentially, volatile organic compounds 
refers to hydrocarbons. Emissions of hydrocarbons  
from road traffic have fallen by 67 per cent since  
1995 and nine per cent since last year. Passenger cars 
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without catalytic converters account for eleven per 
cent of road traffic emissions, despite only accounting 
for about two per cent of passenger transport vehicle 
mileage. Motorcycles and mopeds, most of which do 
not have catalytic converters, account for a full eight 
per cent of emissions despite their low traffic volume. 
Traffic volume is increasing sharply for these vehicles.

Levels of hydrocarbon benzene were far below envi-
ronmental quality standards during the winter months 
2007/2008. Levels stipulated in environmental goals are 
exceeded in background air in urban areas in a large 
number of municipalities. All municipalities in the ur-
ban measurement network have reported a reduction in 
benzene levels since measurements began in 1992/1993. 
For an average size Swedish town this has meant a re-
duction of benzene by about 80 per cent. [Fig. 46]

Natural and cultural heritage
The SRA adopted in 2007 national indicative objec-
tives and criteria stipulating the level that should be 
achieved in order to contribute to the attainment of the 
national environmental quality objectives. The SRA’s 
objective is that by 2015 to create a road network that 
is in harmony with surrounding natural and cultural 
heritage landscapes by ensuring that 90 per cent of 
new construction projects on the state road network 

fulfil project targets and all operation areas are to 
meet operational objectives for natural and cultural 
heritage criteria. By 2015 the highest priority short-
comings are to be rectified in the area of natural and 
cultural heritage on the state road network.

In 2008 less than ten per cent of project directives 
for new construction projects made demands on 
project objectives for natural and cultural heritage, 
while more than 90 per cent of tender documents for 
operation procurement used the SRA’s national criteria 
for natural and cultural heritage.

8 (12) per cent of the 67 established working plans 
that have been presented will probably mean that 
roads will have a negative impact on protected areas. 
In total this means that established working plans for 
more than 140 km of road will be built in protected 
areas, 15 km of which will mean appreciable damage 
to areas of national importance and one Natura 2000 
area. In addition, five protected biotope areas will be 
negatively impacted.

In total, this covers established working plans for 
road projects costing SEK 3 810 million. Of this, total 
costs amounting to SEK 795 million concern projects 
that are expected to impact protected areas. Special 
adaptation has been planned in 20 projects in order to 
avoid or reduce the negative impact in protected areas.

1. SRA indicative plan for natural, cultural heritage, and recreational 
opportunities in road maintenance. Publication 2006:164.

[Fig. 47] number of obstAcles removed on AnimAl miGrAtory pAths on existinG roAd networK

 

Animals and roads – existing state road network

type of measure 2004 2005 2006 2007 2008

Fauna passage construction for larger mammals 0 0 0 0 1

Fauna passage construction for otters and smaller animals 6 15 15 25 97

Fauna passage construction for batrachians 0 2 0 0 4

Target measures for fish (such as culvert replacement) 61 14 14 19 24

[Fig. 46] estimAted emissions of hydrocArbons from roAd trAffic, thousAnd tonnes per yeAr 
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Targeted measures
The number of obstacles removed on animal migratory 
paths on the state road network has risen compared 
with 2007. In the field of cultural heritage, 116 (105) 
milestones have been renovated, and 28 tree-lined 
lanes in 2008, compared with 35 one year earlier. The 
number of fauna passages built for otters and other 
small animals increased significantly in 2008, from 25 
in 2007 to 97 in 2008. In particular, Region Skåne and 
Region Mälardalen have intensified their efforts with 
fauna passages. [Fig. 47]

implemented And plAnned meAsures 
Measures targeting exhaust emissions
Continued work is required to develop legislation and 
economic instruments for exhaust particles and nitro-
gen oxides. Other measures could be tender require-
ments, travel policy, and measures to facilitate public 
transport and pedestrian and cycle traffic. Community 
and traffic planning are highly important if air qual-
ity targets and demands are to be met. The SRA is to 
contribute to these efforts by drawing up and com-
municating knowledge about possible measures and 
incentives to limit the impact of road transport on air 
quality.

As part of the sustainability programme for car ex-
haust purification, we have tested 14 passenger car 
and light lorry models. The main problem concerns 
the petrol car system to stop fuel evaporation, which 
leads to an increase in hydrocarbon emissions. Of 118 
car models tested between 2002 and 2008, 40 failed to 
meet limit values in the evaporation test. A comparison 
with a measurement programme in Germany shows 
that this problem is unique for Sweden. The reason is 
the admixture of ethanol in petrol in Sweden. Ethanol 
reduces the system’s ability to capture evaporation 
at the same time as it can influence plastic material 
so that it becomes more permeable. The quality of the 
system varies, with some systems coping with the 
ethanol admixture without any major problems while 
others appear to be more sensitive. The US has for 
many years had regulations to prevent these problems. 
Sweden has within the EU encouraged the setting up 
of equivalent requirements for Europe. We have also 
measured exhaust emissions from six heavy and light 
lorries within the sustainability programme for heavy 
vehicles. The Swedish Transport Agency has assumed 
responsibility for the programme from the SRA from  
1 January 2009.

During the year, the EU has worked on new require-
ment levels for emissions from large machinery (stage 
3b) which are to be introduced from 2010. The SRA has 
participated in this work.

The SRA uses the European emission model ARTEMIS 
to calculate emissions from Swedish road traffic. Work 
updating the model began during the year together 
with a large number of other European countries. This 
work will also include an update of the German sister 
model HBEFA.
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continued work is required to develop  
legislation and economic instruments for  
exhaust particles and nitrogen oxides.

The spring and autumn migration by amphibians can now take place using  
a safe passage under road 204 in Fjugersta, Örebro municipality.

During the year, the EU finalised the technical sec-
tions for future exhaust requirements for light vehi-
cles (Euro 5 and 6), which are to come into force from 
2009 and 2014. Work has since been started to com-
plete these sections. This includes requirements for 
On-Board Diagnostics (OBD) which enables drivers 
to see changes in emissions. Late in the year the Eu-
ropean Parliament and European Council reached an 
agreement on future exhaust requirements for heavy 
vehicles, Euro VI, which is to be introduced for new 
vehicles from 31 December 2013. The requirements 
will mean a reduction of nitrogen oxide emissions by 
80 per cent and particulate matter by 66 per cent com-
pared with Euro V requirements which come into force 
from 1 October 2009. Euro 5 and 6 also include require-
ments for ethanol cars when these are run on ethanol, 
which has not been included in earlier requirements. 
To achieve Euro 6 requirements, new technical solu-
tions are needed for nitrogen oxide purification in 
diesel cars. 78 per cent of diesel passenger cars regis-
tered in 2008 complied with the environmental class 
for vehicles with very low levels of particulate matter 
emissions, Mk2005PM. This is an increase on 2007, 
when 72 per cent complied, and despite the fact that 
the particle filter discount on vehicle tax was removed 
from 1 January 2008.
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Measures targeting wear particles
Measures targeting larger particles are primarily to 
reduce wear between tyres and road surface and to 
prevent the whirling up of particles that are still pro-
duced. The most important measures are a reduction 
in the use of studded tyres in major urban areas as 
well as dust binding. Knowledge about other measures 
concerning surfacing material and speeds require 
further development.

The Swedish Meteorological and Hydrological In-
stitute (SMHI) has on behalf of the SRA estimated the 
effects of the reduction of studded-tyre use in about 
20 different urban areas. These calculations show that 
this is an effective measure to reduce PM

10
 levels on 

Swedish streets. A reduction in studded tyre use would 
improve air quality in many traffic environments, 
though not enough to meet environmental quality tar-
gets and the interim environmental objective for Fresh 
air in the busiest road environments. Other measures 
are also needed to achieve this. 

is often vaguely worded, that several measures are not 
carried out, and that a follow-up and implementation 
system is lacking. Action programmes are in place in 
the county of Stockholm (particulate matter, PM

10
 and 

nitrogen dioxide, NO
2
), the Göteborg region (PM

10
 and 

NO
2
), Malmö (NO

2
), Helsingborg (NO

2
), Norrköping 

(PM
10

) and Uppsala (NO
2
 and PM

10
). A proposal for 

Umeå (NO
2
) has been referred to the Government for 

ratification. Other municipalities that have reported a 
risk that standards could be exceeded to the National 
Environmental Protection Agency include Jönköping, 
Örebro, Falun, Sundsvall and Skellefteå. 

The Swedish Association of Local Authorities and 
Regions has in 2008 published a guide for municipal 
efforts to achieve environmental quality standards for 
outdoor air.

Measures targeting natural and cultural heritage
The SRA is planning over the next year to begin follow-
ing the guidelines that were draw up to help persons 
that work with objectives and criteria for natural and 
cultural heritage in investment and operational activi-
ties.

Gender perspective  
A study as part of health-related environmental moni-
toring found that it was twice as common for women, 
compared with men, to feel disturbed by air pollution. 
About ten per cent of women said they were very dis-
turbed by exhaust fumes from road traffic, while the 
equivalent figure for men was 5.7 per cent. For other 
relevant environmental quality targets, the gender 
perspective has been reported under each interim goal.

internAtionAl outlook 
Environmental quality goals are dependent on what is 
occurring in the surrounding world. Several of the ob-
jectives require international and national measures if 
these are to be achieved. Social structure and changes 
in this structure are also vital if the goals are to be 
achieved. Other international work, such as conven-
tions, directives and other agreements, are also key to 
developments. To achieve these goals, an international 
environmental policy is required that also contains 
development policies and security policies. 

In an international comparison Sweden is behind 
other EU countries in adapting roads to natural and 
cultural heritage, both for investments and operations. 
For example, it is more common to build fauna pas-
sages and to create other measures to allow animals 
safely to pass roads. This is a natural part of the plan-
ning process. These issues also have a stronger posi-
tion in national regulations in many countries. In Swe-
den these are included in handbooks and guidelines.

Air pollution levels in Sweden are in an international 
comparison relatively low, particularly in terms of 
regional background air pollution. However, in heavy 
traffic and in narrow streets levels of inhalable par-
ticulate matter (PM10

) at some times of the year can be 
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Air pollution levels in sweden are in an  
international comparison relatively low.

The SRA has presented a Government commission and 
proposed several administrative changes to reduce the 
part played by studded tyres in high particulate mat-
ter levels in urban areas. A reduction in studded tyre 
use is expected to be socio-economically profitable 
through less health and environmental impact from 
particles, noise, carbon dioxide emissions and fuel 
consumption, as well as less road wear. In total, the 
proposed measures are expected to result in a saving 
amounting to SEK 480 million. 

During the year we have provided information on 
the health effects of particles and the effect of studded 
tyres on particulate matter levels in urban air, together 
with the Swedish Tyre Industry Information Council 
among others. Improved accessibility for public trans-
port is one example of implemented regional meas-
ures. Several local authorities, including Stockholm 
and Göteborg, have during the year used dust binding 
to reduce particulate levels near some roads. Tests 
have been carried out in Umeå using improved road 
cleaning as one measure to combat high particle levels.

 
Action programme to achieve environmental  
quality standards
Several municipalities have action programmes to 
achieve environmental quality standards for outdoor 
air. An initial evaluation of action programmes has 
taken place in 2008 in areas where environmental 
quality standards have been exceeded for nitrogen 
dioxide and particulate matter (PM10

). This has shown 
that it is difficult to see the effect of the programmes 
on air quality. This is in part because the programme 
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among the highest in Europe. Many European coun-
tries are working with action programmes in major 
cities to meet limit values stipulated in the air quality 
directive. The European Environment Administration 
(EEA) reports that a large proportion (18–50 per cent) 
of the urban population in the EU is exposed to levels 
that exceed EU limit values to protect human health.

interim GoAl 1 – cArbon dioxide 
Carbon dioxide emissions from road transports in Sweden 
should have stabilised at 1990 levels by 2010. 

The interim goal is based on the interim goal for the 
transport sector, which was presented for the first 
time as part of the transport policy bill 1998. The goal 
was confirmed in the transport policy bill 2006 and is 
formulated to include the entire transport sector. The 
SRA’s letter of appropriations is formulated to include 
road transports. Goals beyond 2010 are not available. 
To limit climate impact to a maximum global rise in 
temperature by two degrees requires the industrial-
ised parts of the world to reduce their emissions by 
about 80 per cent by 2030 and about 90 per cent by 
2050. These significant reductions mean all major sec-
tors must reduce their emissions by this amount.

GoAl Achievement

  The goal has not been achieved.

The assessment is based on the results of emission 
calculations in relation to target levels. The goal is 
considered achieved if it is considered that emissions 
of carbon dioxide from the road traffic system in 2010 
have stabilised at 1990 levels. The forecast used for 
vehicle and fuel development in emissions calcula-
tions for carbon dioxide is conservative, highly sim-

plified and has been based on current conditions. The 
forecast uses low-content mixtures of ethanol in petrol 
and FAME in diesel at current levels, a continued high 
proportion of diesel-fuelled and green vehicles in new 
car sales, and a reduction in fuel consumption by 1 per 
cent per year for light vehicles and by 0.5 per cent per 
year for heavy vehicles. The forecast for traffic devel-
opments is based on reference forecasts in implemen-
tation planning and an oil price of USD 70 per barrel. 

result from estimAtes 2008  
Total carbon dioxide emissions in 2008 have decreased 
by two per cent compared with 2007. Since 1990 emis-
sions have increased by 12 per cent. 

Estimates for the interim goal are based on the 
ARTEMIS model checked against fuel deliveries. The 
ARTEMIS model has been developed by the EU Fifth 
Framework Programme and has been used in SRA re-
ports since the Sectoral Report 2005. Input data include 
vehicle mileage according to the SIKA and VTI vehicle 
mileage model, emission factors for various types of 
vehicles, and deliveries of different types of fuels. 

The forecast has been based on the reference sce-
nario in accordance with transport authority imple-
mentation planning, which is in turn based on a future 
oil price of USD 70 per barrel. The scenario has also 
included new EU regulations for carbon dioxide emis-
sions from passenger cars, which means that manu-
facturers on average must meet carbon dioxide emis-
sions of 130 g/km by 2015. The EU average for 2007 was 
158 g/km. Sweden is not expected to achieve this level, 
but is expected to reduce emissions in relative terms 
as much as the EU. However, we have not included the 
continued EU reduction to 95 g/km by 2020 which is 
named in the regulations as there remains too much 
uncertainty about how this is to be achieved. We have 
included an increased admixture of ethanol in petrol 
to slightly less than ten per cent by 2020, as a result of 

Report of results – Good environment



46

changes in the fuel quality directive. The changes are 
expected to have been introduced in Swedish law by 
2011. As this will be a separate fuel quality and all cars 
will not be adapted to this initially then it is expected 
to take several years before most vehicles use this 
quality with ten per cent ethanol.

Despite regulations for carbon dioxide emissions 
from new cars and the increase admixture of ethanol, 
emissions are expected to continue to rise and result in 
a total increase of 17 per cent by 2020 compared with 
1990. [Fig. 48]

why hAs the GoAl not been Achieved?
Less than two years remain until the interim goal is to 
be achieved, and it is difficult to see how this will be 
possible. Emissions must fall by 11 per cent in 2009 
and 2010 if the interim goal for carbon dioxide emis-
sions is to be achieved.  

The environmental impact of road traffic depends 
on vehicle mileage, the proportion of various fuels and 
emissions per driven kilometre. During the 2000s the 
rise in carbon dioxide emissions from road traffic has 
been slowed by the increased use of alternative fuels 
and more fuel-efficient vehicles. However, this has not 
been sufficient to compensate for the growth in traffic 
volume. 

The year began with rising oil prices that pushed up 
prices of petrol and diesel. At most, oil reached about 
USD 140 per barrel. During the second half of the year 
the economy slowed rapidly and demand for oil fell. 
Prices slumped to levels between USD 40 and USD 50 
per barrel. Both fuel prices and the economic situation 
influence traffic developments. Traffic volume fell by 
almost one per cent during the year. This reduction is 
mainly a result of a drop in vehicle mileage by pas-
senger cars. Car sales also fell significantly during the 
second half of the year. Transport mileage by heavy lor-
ries was unchanged for the full year, but fell for several 
months during the second half of the year. 

The percentage of new car sales for diesel passenger 
cars rose slightly during the year from 35 per cent in 
2007 to 36 per cent in 2008. Carbon dioxide differenti-
ated vehicle tax, the green car premium and periods of 
high fuel prices are some reasons why the percentage 
of diesel car sales has grown significantly in recent 
years. In 2008, fuel consumption for new passenger 
cars fell from 7.3 to 7.1 litres per 100 km. The green car 
premium, state procurement demands, municipal park-
ing rules and congestion charges resulted in a substan-
tial growth in the number of green cars in new car sta-
tistics, from 18 per cent in 2007 to 33 per cent in 2008.

 The proportion of biofuel in the road transport sec-
tor grew from 4.2 per cent in 2007 to 5 per cent in 2008. 
This growth is mainly a result of an increased use 
of E85 but biogas and RME also contributed. Petrol 
prices fell during the autumn at the same time as E85 
prices rose, so in November it was more expensive to 
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drive a car on E85 compared with petrol. This resulted 
in a 60 per cent drop in E85 sales from September–
October to November–December. [Fig. 49]

In 2008, the SRA undertook measures that reduced 
emissions from road traffic by about 72 kilo-tonnes. 
The target for SRA measures was included in the letter 
of appropriations for the first time in 2001. Since 2001 
we have implemented measures that have reduced 
carbon dioxide emissions by a total 260 kilo-tonnes. 
Measures that have had the greatest impact on carbon 
dioxide emissions in 2008 were ecodriving, efforts to 
influence the choice of vehicle and mode of transport, 
changes to speed limits, including the new speed limit 
system, work to increase speed limit compliance, as 
well as a reduction in energy use through greater ef-
ficiency and extinguishing lighting. The results have 
taken into account emission increases amounting to 
about 2 000 tonnes from new roads resulting from a 
growth in vehicle mileage and speed limit raises.

plAnned meAsures 
Needs for measures in general
It does not appear to be possible to achieve the interim 
goal for the transport sector and the result shows that 
strong measures are required. In the short term, emis-
sions can be reduced by

 reduced fuel consumption in new passenger cars, • 
which can be achieved through EU requirements 
for carbon dioxide emissions from new cars and 
tougher national financial instruments, such as 
greater carbon dioxide differentiation of vehicle 
tax, a link between tax benefit and car carbon 
dioxide emissions, and tougher green car require-
ments at the same time as the green car premium 
is extended
 scrapping premium for older cars with high emis-• 
sions and low road safety standards
 an increased percentage of biofuel, through an • 
increase in low-level mixing of ethanol and FAME 
to 10 per cent in petrol and diesel respectively and 
through increased biogas production

a controlled growth in traffic volume, through • 
raised fuel taxes and kilometre taxes for heavy 
vehicles as well as measures and control mecha-
nisms to promote a transfer from passenger cars 
to public transport, walking and cycling. 

In the longer term impending climate changes and a 
shortage of fossil fuels will make significant demands 
on the transport sector to increase efficiency and 
reduce its use of fossil fuels. Significant reductions 
are possible using energy efficient vehicles. Plug-in-
hybrids and electric cars can offer substantial op-
portunities for energy efficiency, and biofuel can offer 
some benefits. Greater energy efficiency and renew-
able energy are however not enough. A new approach 
is needed towards society and the transport system 
so that one’s own car plays a less important role as a 
means of transport compared with today. Instead, we 
must create accessibility through a transport-efficient 
society with good public transport, and good opportu-
nities to walk and cycle. Goods transports must also be 
optimised and reduced.

[Fig. 49] distribution of fuel use in the roAd trAnsport sector 2008, per cent
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A new approach is needed towards society 
and the transport system so that one’s own 
car has a less important role as a means of 
transport compared with today.

Binding emission requirements
In late 2008 the European Council and Parliament 
reached on agreement on future carbon dioxide re-
quirements for new passenger cars. In the proposal 
the requirement for 130 g/km does not reach full im-
pact until 2015. In the new EU ordinance, there is also 
a target of 95 g/km by 2020. If fuel consumption for 
new cars is reduced as much as for the entire EU, then 
emissions in Sweden could fall by more than 1 million 
tonnes by 2020.
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Requirements for other vehicles
Binding emission requirements are being prepared 
within the EU for light lorries, similar to passenger car 
requirements. The situation is more difficult for heavy 
vehicles and heavy machinery. Here, a standardised 
method is lacking for estimating or measuring fuel 
consumption for a complete vehicle. At the same time 
as there is a need in procurements to be able to specify 
fuel consumption and emissions per driven distance 
or transport. Future exhaust requirements for heavy 
vehicles, Euro VI, which the European Council and 
Parliament agreed on in late 2008 is part of an assign-
ment from the European Commission to develop a 
method for this, something Sweden was also actively 
in favour of. The SRA has for several years studied pos-
sible methods to estimate and measure fuel consump-
tion together with the engine testing firm AVL-MTC. In 
addition, together with the Swedish Transport Agency 
we are to support the European Commission in devel-
oping this method. 

Fuel quality directive
Late in 2008 the European Parliament approved sev-
eral changes to the fuel quality directive. Some impor-
tant changes were that diesel will now be allowed to 
contain seven per cent biodiesel and that petrol can 
now contain ten per cent ethanol. Demands are also to 
be made on reducing life-cycle emissions from fuel by 
six per cent, and this figure may be gradually raised. 

Greener transports 
The European Commission presented a proposal in 
mid 2008 with measures to achieve sustainable trans-
ports. This included a proposal for changes to the di-
rective on infrastructure fees for heavy goods vehicles, 
the Eurovignette Directive. It would enable the inclu-
sion of environmental costs in fees.

Gender perspective
There are several differences between men and women 
and how their travel patterns impact the environment. 
Women car buyers chose in 2008 cars that were an av-
erage eight per cent more fuel-efficient compared with 
those chosen by men. Women also use public transport 
to a greater extent than men, both during leisure time 
and for work. However, more men than women have 
been trained in ecodriving. In 2008, the National  
Association of Swedish Driving Schools (STR) trained  
5 044 men and 1 873 women in ecodriving for passen-
ger cars, in addition to training included in driving 
licence training. The equivalent figures for training for 
heavy vehicles was 1 749 and 100 respectively. Devel-
opments towards, from a climate perspective, a more 
sustainable transport system with less car use and 
increased accessibility to public transport, cycling and 
walking is also a development towards a more gender 
equal transport system.  

internAtionAl outlook
Between 1990 and 2006, carbon dioxide emissions 
from road traffic rose in EU countries (EU-27) by 28 per 
cent. Emissions from road traffic in Sweden rose dur-
ing the same period by 11 per cent and it is one of the 
countries with the lowest rise in emissions. Sweden in 
2006 accounted for two per cent of road traffic emis-
sions within EU-27. In 2006, 17 per cent of passenger 
transport mileage (excluding walking, cycling and avi-
ation) in Sweden used public transport, which is near 
the EU-27 average of 16 per cent. For goods transports 
in Sweden, 22 per cent were by rail, compared with ten 
per cent for EU-27 (2006). Carbon dioxide emissions 
from new passenger cars in Sweden amounted in 2007 
to 181 g/km and was as a result the highest in the EU, 
where emissions averaged 158 g/km. Sweden is how-
ever one of the countries with the highest proportion 
of biofuel, 2.9 per cent in 2006 compared with EU-27 
which had 1.1 per cent.

 

interim GoAl 2 – noise    
The number of people exposed to noise levels from road traf-
fic exceeding values recommended by Parliament for noise 
in dwellings is to fall by five per cent by 2010 compared with 
1998. The most effective reduction in disturbances and people 
exposed to most noise are to be prioritised in order to achieve 
this noise goal.  

Noise is a major environmental disturbance and many 
people in Sweden report that they are disturbed by 
noise. Current research shows that noise increases the 
risk for sleeping problems, stress and serious cardio-
vascular disease as a result of long-term exposure to 
high noise levels. Undisturbed sleep is important for 
both well-being and mental and physical health and is 
a prerequisite for functioning everyday life.

The interim goal for noise means a step in the direc-
tion towards a society with an acceptable noise envi-
ronment and is linked with the subsidiary noise goal 
within the environmental policy objectives Good urban 
environment. This means that by 2010 people exposed 
to noise are to have had their sound environment im-
proved. Target values in the interim goal are

30 dBA equivalent level indoors • 
45 dBA maximum level indoors at night.• 1

People exposed to most noise are in the group when 
noise levels are in excess of 10 dBA above target val-
ues. The most effective reduction refers to the fact that 
measures are to be cost-effective and socio-economi-
cally profitable. 

1. There are in addition target values for indoor environments:  
55 dBA equivalent outdoor level (at façades),70 dBA maximum  
level on patios adjacent to housing.
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will the GoAl be Achieved? 

  The goal has not been achieved.

In total, 270 0002 people require a better indoor noise 
environment during the 2008–2010 period if we are to 
achieve the interim goal that five per cent fewer resi-
dents are to be exposed to road traffic noise exceeding 
indoor target values by 2010. This means at least  
90 000 people per year are to have their living environ-
ment improved. The SRA has during 2008 implemented  
3 300 measures for people living along state roads and 
municipal efforts have resulted in 3 500 fewer people 
exposed to noise on municipal roads. In total, 6 800 
people on state and municipal roads have had their 
sound environment improved. Despite this improve-
ment, this means the road transport sector is still far 
from achieving the objective for 2010. [Fig. 50]

AnAlysis of results  
Road traffic noise is dependent on a series of factors. 
The most important of these factors are the number of 
vehicles, speed, driving style, tyres and road surfacing. 
Noise increases with speed and a smooth driving style 
produces less noise than an erratic. Heavy vehicles 
make more noise than light and noise emissions can 
also vary between different types of tyre, even if these 

[Fig. 50] number of people with improved indoor sound environment

  2002 2003 2004 2005 2006 2007 2008

State road Number of people with reduced noise levels to below target       4 900 3 300 

 values indoors           

State road Number of people with high noise levels (≥10 dBA above target  3 300 4 700 6 200 5 100 5 300 2 600 300 

 levels) with reduced noise levels to below target values indoors 

State road Number of people with reduced noise levels indoors (screens,  900 700 1 200 1 600 1 700 2 500 1 800 

 surfacing, reduced traffic volume etc.) 

Municipal road Number of people with improved noise environment through  2 000 2 300 3 800 800 1 700 2 500 3 500* 

 state subsidies (50 per cent)
 
* Other forms of financing may be included for 2008.

have the same driving characteristics. Different types of 
road surfacing also have varying noise characteristics, 
where the size of stones used in standard surfacing is 
a crucial factor for noise levels. Larger stones produce 
more noise. To combat noise it is possible to reduce 
noise at source, such as by using low-noise surfacing, 
or by stopping noise from reaching sensitive environ-
ments, through soundproofed windows or screens.

Traffic mileage with the heaviest vehicles rose 
slightly in 2008 and this has contributed to about 
100 people now experiencing noise levels exceeding 
guidelines for equivalent indoor levels. New people 
exposed to noise have however a noise exposure level 
only slightly above target values, while people that 
have had their living environment improved had noise 
levels far in excess of target values.

whAt hAs hAppened And whAt is plAnned? 
The SRA has primarily focused on improvements to 
façades to improve the sound environment, such as 
additional window panes and new windows, though 
noise screens have also been erected. On state roads 
work to improve the indoor sound environment for 
people with very high equivalent levels is largely com-
plete. We have begun on the next stage, which is to 
improve the indoor sound environment for residents 
with very high maximum noise levels. An inventory has 
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found that about 20 000 people have high noise levels, 
i.e. more than 10 dBA above target levels for maximum 
indoor noise at night. 

During 2008 the SRA began extended efforts to in-
spire local authorities to more work to improve the 
sound environment. This has included support from 
the SRA to about ten municipalities to map noise prob-
lems along municipal streets, to offer a basis for future 
action plans. 

Many local authorities have also been awarded state 
subsidies towards noise protection measures and are 
carrying out these measures on their own. This has 
provided about 3 500 people with an improved sound 
environment. “Tyst i Bullerbyn” [Quiet in Bullerbyn] is 
a publication that the Swedish Association of Local 
Authorities and Regions has published during the year 
about rules and measures to reduce noise. 

Surfacing
Low-noise surfacing is increasingly named as one 
measure to improve the sound environment where 
many people spend time. Several trials have been on-
going in recent years using various types of surfacing 
that create less noise, in projects run by the SRA and 
local authorities. The City of Stockholm has during the 
year paved parts of Spångavägen and Renstiernas gata 
with low-noise surfacing that in initial measurements 
has resulted in a reduction in noise levels by about 
5 dBA. Further monitoring is planned on these trial 
stretches. Other follow-ups have shown that noise re-
duction levels are too low and operating costs are high. 
A research and development project has been started to 
increase knowledge about more sustainable surfacing. 

Vehicles
Noise from newly registered cars has been monitored 
as part of an attempt to increase knowledge about how 
much noise different vehicles make and in order to dis-
seminate information about this. In 2008, the average 
noise level for new cars was 71.9 dBA, which is a reduc-
tion by 0.3 dBA compared with an average for 2004. 
Work is continuing to publish information about vehicle 
noise levels on the Swedish Consumer Agency website. 

The SRA has during 2008 made changes to regula-
tions regarding vehicle tests and roadside inspections 
by the police. This has meant a simplification of de-
mands for measuring instruments, which is to make it 
easier for the police authorities to obtain new instru-
ments to measure vehicle exhaust noise. Detailed in-
structions have also been added to regulations about 
carrying out stationary measurements of motor vehicles.

Gender perspective
It is not certain if there are any differences between how 
women and men are impacted by noise. A few separate 
studies indicate that women feel more disturbed than 
men. Another study suggests that men are more likely to 
suffer from cardiovascular disease if they are exposed to 
high noise levels from road traffic for long periods. The 

study did not find the same difference for women. The 
studies reported significant uncertainty about condi-
tions that can influence results, including actual expo-
sure to noise. Based on the findings of research to date it 
is not possible to determine if there are any differences 
between how men and women are impacted by noise.

internAtionAl outlook 
Noise is an environmental disturbance that is very 
widespread across Europe. The EU directive for ambi-
ent noise has been included in Swedish legislation in 
the ordinance (2004:675) on ambient noise. Following 
surveys by transport authorities and the three main 
municipalities in 2007, work has moved on to create an 
action programme to reduce noise disturbances. 

 It will be possible to conduct better comparisons 
as a result of the EU directive on ambient noise and 
EU reporting between countries. In some European 
countries target or limit values for noise exposure are 
tougher than in Sweden. These countries also invest 
significantly more resources in reducing noise in out-
door environments compared with Sweden.

interim GoAl 3 - wAter 
By 2010 at the latest, all major water catchment areas (more 
than 10 m3 per day on average or that are used by more than 
50 people per year) along the state road network, which are 
used for drinking water, are to fulfil current Swedish standards 
for good quality drinking water in terms of pollution caused by 
roads and road traffic. 

The aim of this interim goal is that the road transport 
system should not endanger access to high quality 
drinking water for the Swedish population. This 
mainly concerns two types of risks. One is the risk of 
impact from substances found in road surface water, 
such as road salt and pollution from traffic. In practice 
the only known cases have been from higher chloride 
levels from road salt. The second risk is pollution as 
a result of emissions caused by accidents or spillage. 
This type of damage can be very difficult to repair and 
can remain for generations. This is the reason for dam-
age prevention measures, which is also called for by 
principals for water catchment areas. The interim goal 
only treats the first risk category. However, this report 
also covers risk management for accidents.

GoAl Achievement

  The goal has not been achieved.

The assessment of the degree of goal achievement uses 
data about how many major water catchment areas are 
affected by road salt and how many of these have been 
rectified. The SRA has reported that 18 (19) water catch-
ment areas have been affected by road salt and that  
1 (1) of these has been rectified. During 2008, 6 (7) water 
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catchment areas have been protected, which aims to re-
duce the risk of being affected by accidents or spillage.

why hAve we not Achieved the GoAl? 
Measures to combat raised chloride levels must be 
chosen individually for each water catchment area. 
These can include everything from waiting and moni-
toring conditions, limited measures to reduce salt use 
or strengthen infiltration, to physical measures to stop 
salty road surface water from reaching the area. A total 
183 000 tonnes of salt was used on state roads winter 
2006/2007, which is the lowest value since 1989/1990. 
However, the ground water system is so sluggish that ir-
respective of the type of measures its condition changes 
slowly. Goal achievement is also influenced by changes 
to environmental quality standards. The proposal that 
will come into force in 2009 means a total of 50 to 100 
water catchment areas are affected by road salt. This 
means the interim goal is impossible to achieve by 2010.

results
We have during the year intensified efforts to protect 
water catchment areas. Most of this work has been by 
Region Skåne where a total 454 000 consumers have had 
their water catchment areas protected in 2008, which 
can be compared with 180 000 consumers in 2007.

required meAsures 
Basic measurement data from water catchment areas 
will gradually improve in part through the database 
that the Geological Survey of Sweden (SGU) is launch-
ing to monitor groundwater. The database is expected 
to facilitate monitoring of water catchment areas that 
are affected by road salt. Methods need to be developed 
to rectify water catchment areas that have been af-
fected by salt. New and improved inventories of condi-
tions and shortcomings are needed to provide material 
for planning and to reduce risks. In addition we need 
to create a systematic methodology for choice of type 
of measure. Several projects that contribute to these 
efforts have been carried out in 2008 and this work is 
expected to continue. Work implementing the EU water 
directive is expected to lead to clearer and extended 
requirements, which may require an expansion of this 
interim goal or the addition of further goals.

internAtionAl outlook 
In an international comparison, then Sweden’s situation 
for drinking water provision is very unusual. Drinking 
water supplies are spread across a few larger and a 
large number of smaller water resources. Most of these 
resources are situated close to roads and built-up areas 
and often lack, partially or entirely, a natural barrier 
against negative impact. In an international comparison 
then Sweden has a very large need for measures in rela-
tion to the number of users of the water. Furthermore it 
should be mentioned that the raw water quality in many 
Swedish water catchment areas is so good that no treat-
ment is necessary before water is delivered to customers.  

Positive regional development

subsidiAry GoAl for reGionAl development
A regional development, where the design and function of the 
road transport system is to contribute to achieving the goal for 
regional development policy and to counteract the disadvan-
tages of long transport distances. 

 
Several concepts and definitions are used in this chap-
ter that are explained in the section “Accessible trans-
port system”.

The bridge between the transport system and re-
gional development mainly concerns the degree of 
accessibility to important social functions offered 
by the transport system. Changes in accessibility are 
therefore important parameters for how changes in the 
transport system influence regional development.

The SRA uses five parameters to measure how well 
the transport system has contributed to regional de-
velopment.

Accessibility criteria:
Changes in accessibility to the labour market, to re-
gional centres and to national centres. 

Growth criteria:
Influence on changes to the road transport system over 
the past five years on the number of employed and sal-
ary level, during a time span of about 20 years.

GoAl Achievement

  Parts of the goal have been achieved.

In general changes in recent years to the transport 
system have benefited the Norrland coast and parts of 
south Sweden, while the main cities and inland Norr-
land have been affected to a lesser extent. However, 
in 2008 the new speed limit system has meant poorer 
accessibility in northern parts of the country (see the 
report under the subsidiary goal for accessibility).

 Accessibility to the labour market 2004 – 2008•  
About 3 300 000 people live in areas with an in-
crease in workplaces that can be reached within 45 
minutes and 3 700 000 people in areas with a reduc-
tion in the number of workplaces. Net accessibility 
to the labour market has therefore deteriorated. 

 Accessibility to regional centres 2004 – 2008•  
The net number of residents that have shorter travel 
time to a regional centre amounts to about 1 176 000.

 Accessibility to national centres 2004 – 2008•  
The net number of people that have shorter travel 
time to national centres amounts to 624 000. Most 
of these changes are less than 15 minutes.
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natural resources so that future generations can be 
offered good living conditions.

In a growth policy perspective conditions for a posi-
tive regional development are influenced by several 
policy areas. These are influenced by economic policy, 
labour market policy, education policy, and rural pol-
icy. Positive development is achieved most efficiently 
when the various policy areas cooperate to achieve 
common goals. It is therefore important that transport 
issues are developed in coordination with other sec-
tors of society.

A dimension of resource distribution policy is also 
included in the new transport policy in accordance 
with Modern Transportation to “counteract the disad-
vantages of long transport distances”. The goal is that 
politics is to contribute so that women, men and the 
business community should have access to adequate 
commercial and public services.

Overall economic growth in Sweden is entirely de-
pendent on developments at a regional level in various 
parts of the country. This is particularly important 
when parts of the country with the highest business 
and population density develop in competition with 
other areas in Europe and the world.

 Development in Sweden’s metropolitan areas is also 
in a longer perspective highly important for living 
conditions in less populated parts of the country. Ex-
pansive and vital metropolitan areas create increased 
scope for important measures in less populated parts 
of Sweden. The growth aspect plays a key role in re-
gional development policy.

 impact on number of employed  •  
About 3 000 jobs are believed to have been created 
as a result of changes in the road system 2004–2008. 
The affects are expected to be achieved within  
20 years after the changes on the road system.

 impact on income level  •  
The total wage and salary bill is estimated to 
have a slightly positive effect, equivalent to 0.6 
promille. This effect is expected to materialise 
within 20 years of changes to the road system.

whAt is positive reGionAl development?
Issues about the importance of the transport system 
for growth and vitality have a prominent place in 
transport policy and are directly linked to regional 
development policies. The goal for regional develop-
ment policies is efficient and sustainable local labour 
market regions with a high level of service in all parts 
of the country. Key concepts are growth and vitality in 
the entire country. According to the Government bill 
Modern Transportation1 growth should be “sustain-
able in the long term”. This concept includes economic 
sustainability, ecological sustainability and social 
sustainability.

The requirement of sustainability gives the concept 
of growth a content far beyond a merely economic one. 
An interpretation of the social dimension is that it 
relates to good living conditions for all individuals in 
the form of access to various social services and activi-
ties that are important for a good quality of life. The 
social dimension also includes important issues that 
we associate with human rights. The ecological dimen-
sion relates to issues such as the conservation of finite 
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method for AssessinG GoAl Achievement
Of the various accessibility parameters, changes to 
accessibility to the labour market – workforce and 
work places – have the greatest impact on conditions 
for growth and economic development. The result has 
been assessed by analysing travel times by car to vari-
ous social services. In order for an area to be included 
in estimates then travel times to the regional centre 
should be longer than 30 minutes and have changed by 
more than 30 seconds. The assessment of accessibility 
to national centres concerns areas with a travel time 
longer than one hour and where changes are greater 
than four minutes. The higher limit for national centres 
is justified by the lower frequency of trips to cities in 
cases where they are not considered regional centres. 
In some cases the national centre is also a regional 
centre.

travel time is largely the same for women and men, but 
that men travel much further per day than women.2 
This means that men travel by faster means of trans-
port than women, men use cars to a greater extend 
than women, and women use public transport more 
than men.

In a commuter route project in Skåne we have priori-
tised routes that can contribute to strengthen and de-
velop local labour market regions for women, as these 
regions are geographically smaller, ahead of routes 
that expand the wider geographical labour market 
regions for men. We are planning to focus primarily on 
those areas of the road transport system that are near 
to regional centres, before implementing measures 
further out in the road system.

A gender perspective has been set up in Göteborg for 
accessibility to labour markets, by improving accessi-
bility for short-distance commuting in and near urban 
areas.
 
internAtionAl outlook  
Travel habit surveys in Switzerland have shown that 
citizens travel longer distances on the road network 
compared with previously. At the same time as travel-
ling takes less time.3 England measures accessibility 
by measuring travel times for the slowest journeys on 
the strategic road network. These measurements show 
that travel time for the slowest journeys has increased 
by more than four per cent from 2005 to 2008.4 Ireland 
is working to increase accessibility for particularly 
vulnerable areas and urban environments.

The Netherlands has identified major problems with 
accessibility in recent years. It has therefore decided 
in 2008 to improve the situation. The main focus is to 
be on reducing travel times from door to door, to reduce 
 traffic congestion, and to increase travel predictabil-
ity, i.e. the proportion of journeys that are on time. The 
aim is that by 2020 to achieve 1992 levels for each re-
spective parameter.5

 

A gender equal road transport system

subsidiAry GoAl for Gender eQuAlity
A gender-equal road transport system, that is designed to fulfil 
the transport needs of both women and men. Women and men 
should have an equal opportunity to influence the formation of 
the transport system, its design and management, and their 
values are to be accorded equal importance.

2. RES 2005–2006, SIKA 2007:19.
3. According to Jörg Häberli, Eidg. Dept. Für Umwelt, Verkehr, Energie 

und Kommunikation UVEK Bundesamt für Strassen.
4. Department for Transport: Statistical Release: Congestion on  

inter-urban roads Monthly provisional estimates March 2008.
5. Veerkenwaterstaat, Netherlands Policy Framework for utilisation – 

A pillar for better accessibility 2008.
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the goal for regional development policies  
is efficient and sustainable local labour  
market regions with a high level of 
service in all parts of the country.

Need for the development of parameters
The current analysis is only based on the transport con-
ditions for passenger car traffic. The method needs to be 
developed so that the impact of congestion in the traffic 
system also can be taken into account. In addition there 
is a great need to analyse accessibility via public trans-
port. The section Accessible transport system illustrates 
some possible descriptions of accessibility for public 
transport. The importance of the goods transport system 
for regional development also needs to be analysed.

Better knowledge is needed about how changes 
influence conditions for economic development and 
employment in geographical areas with different de-
mographic and economic-geographical conditions. 
This applies generally for all types of road transport, 
including public transport.

In addition, we need to be more aware of the type of 
demands people have on the transport system at vari-
ous stages of their lives and in various environments. 
This is particularly important in order to create attrac-
tive living environments in different areas, which is 
important if these areas are to develop.

The subsidiary goal for regional development is 
highly complex, which means complete and quantifi-
able interim goals and methods have not been created. 
Follow-up is limited to a number of indicators that 
describe developments for the road transport system’s 
impact on growth and accessibility.

Gender perspective
Daily travel in Sweden for all forms of transport ex-
cluding aviation mainly comprises journeys to and 
from work. This travel is characterised by the fact that 
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The background to this subsidiary goal is that there 
are differences between opportunities for men and 
women to satisfy their transport sector requirements. 

A gender-equal road transport system fulfils the 
transport needs of both women and men. Women and 
men have the same opportunities to influence how 
the system is created and managed and in operations 
women’s and men’s values and opinions are to be 
equally important. Gender equality not only concerns 
a gender equal representation but also that practical 
action can be measured. We are actively striving to 
integrate gender equality into SRA activities in order 
to ensure that the subsidiary goal is not seen as a sup-
plementary issue but is part of everyday operations. 
The result is that the services offered to citizens are 
equally accessible, have the same high quality, and are 
equally adapted to all, irrespective of gender. 

The most important part of the subsidiary goal on 
gender equality is to be responsive to men’s and wom-
en’s values and needs. When these values and needs 
are dealt with fairly, continuously and self-evidently, 
then the gender-equal road transport system has been 
achieved.

mation from the SRA to generalise the situation for 
sectoral parties overall, despite the lack of data.

The opportunity for women and men to influence is 
measured using the proportion of women and men in 
decision-making groups in the road-planning process, 
training in equality issues in organisations, the per-
centage of women and men specialists, the percentage 
of women and men in management groups, and the 
proportion of women and men that are employees and 
managers respectively. 

Equal terms for women and men in traffic is meas-
ured through the conditions on the road transport 
system. We measure road user ratings for road man-
agement during the summer months, the percentage 
of women that have a driving licence, attitudes to the 
road transport system among women and men, and 
attitudes to traffic risk. We have analysed the trend 
for the past five years.

how Gender equAl is the roAd trAnsport 
system?  
Opportunities to influence
Knowledge about equality and methods for imple-
menting gender mainstreaming are a precondition to 
achieve gender equal operations. During 2008, 46 per 
cent of SRA staff have taken part in a computerised ba-
sic course on gender equality. About 600 people at the 
SRA, excluding business divisions, have received train-
ing in gender equality issues. This is equivalent to  
74 per cent of strategic personnel. Attending meetings 
is one basic requirement for influence. The SRA moni-
tors the proportion of women and men that participate 
in meetings during the road planning process. At moni-
tored meetings in 2008, the proportion of participating 
women amounted to a total 33 (40) per cent. We have 
initiated development efforts to improve the monitor-
ing of the distribution between women and men in the 
road planning process. The objective is that at least  
40 per cent of participants should be women by 2010. 

19 per cent of managers at the SRA are women, 
which is a one percentage point increase on 2007. The 
percentage of women managers in the administration 
section has remained unchanged at 37 per cent. Since 
2003, the percentage of women among managers has 
risen by a total 11 percentage points (from 26 to 37 
per cent). A gender equality index is stipulated, which 
compares the percentage of women managers with the 
percentage of women employees. The optimum value 
is one. The index for the SRA has remained unchanged 
at 0.7 compared with 2007. 32 per cent of specialists 
at the SRA are women, an increase by nine percent-
age points since 2007 and 40 per cent of new steering 
groups for inter-organisation projects had an equal 
representation of women and men, i.e. that neither 
gender was represented by fewer than 40 per cent.

Equal terms and needs
We can gain a rough picture of equality on the road 
transport system by studying and analysing how 
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A gender-equal road transport system fulfils 
the transport needs of both women and men.

GoAl Achievement

  The goal is considered to have been partially achieved.

The SRA measures gender equality in the transport 
system using a few external and internal criteria. The 
results of these measurements show that equality has 
not increased over the past five years. We still believe 
the goal has been partially achieved as gender main-
streaming measures by the SRA for its own activities 
have contributed to improve conditions for greater 
equality in the road transport system as a whole. 

how do we meAsure Gender equAlity?
A gender-equal road transport system is reported and 
assessed based on the two areas: “equal terms and 
needs” and “opportunities to exert an influence”. These 
areas are assessed independently, resulting in an 
overall assessment of goal achievement for the sub-
sidiary goal. In 2008 the SRA has introduced several 
parameters to be used to assess goal achievement. We 
have also reported the results and analysis for other 
parameters and activities that are not used to assess 
goal achievement but contribute to the picture of the 
degree of gender equality in the road transport system. 
The organisational gender patterns are not different in 
a significant way between different parties in the road 
transport sector. Important data are missing from 
several key players and we have therefore used infor-
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women and men use the road system (travel patterns). 
Measurements of factors that influence travel offer 
indirect information about equality. 

There are differences in the way men and women use 
the road transport system. The percentage of women 
that use public transport for their work-related journeys 
of total work-related journeys has remained unchanged 
since 2007 at 18 per cent, while men accounted for 14 per 
cent in 2008, compared with 11 per cent in 2007.

Men own driving licences to a greater extent than 
women own these. Among 18–84 year old men, 53 per 
cent had a driving licence, which is 6 percentage points 
higher than women in the same age group. Since 2003, 
driving licence ownership among women has grown by 
about 0.1 percentage points each year from 46.5 to 46.9 
per cent, while driving licence ownership among men 
has fallen from 53.5 to 53.1 per cent. 

Measurements of road user ratings of operation and 
maintenance show that satisfaction for how the roads 
are managed during the summer months is different 
for women and men. Women are generally slightly 
more satisfied than men. The annual road safety survey 
shows differences in traffic risk experiences between 
women and men. More women than men believe traffic 
has become more dangerous in recent years. Twice as 
many women as men in the age group 20–24 believe 
traffic has become more dangerous. Over a five year 
period, no changes are discernable in experiences of 
traffic risk between women and men. 

SRA measurements of the degree of satisfaction 
among citizens for their journeys, the customer satis-
faction index, shows that satisfaction for women and 
men has not changed since 2005, but that women are in 
general slightly more satisfied than men.

srA meAsures durinG 2008
The SRA has made the overall assessment that gender 
mainstreaming efforts have developed in 2008, but 
that some work remains to be done. That statistics at 
an individual level are gathered, analysed and pre-

sented based on gender is an important prerequisite 
for gender mainstreaming our activities. The SRA’s 
measurement plan offers an overall picture of internal 
and external measurements carried out. The measure-
ment plan for 2008 includes 144 registered measure-
ments, 60 per cent of which were at an individual level 
and possible to divide into women and men. Of these, 
69 per cent have figures divided by gender. Compared 
with 2007 the proportion of surveys that stipulate the 
gender variable has increased by about 9 percentage 
points. This means analysis and evaluation divided by 
gender and will lead to improvements in SRA activities 
with regard to women and men.

 As part of changes to the SRA organisation, we have 
worked to ensure a gender equal management system. 
Among other things we have developed goals, para-
meters and indicators as well as status parameters  
for other subsidiary goals for improved targeting. 

During the year we have begun to integrate equality 
into the SRA’s common project models. We have as-
sessed 29 project directives of a total 35 from a gender 
perspective. We have introduced a requirement that 
non-profit organisations are to describe how equality 
is taken into account for the area where SRA funding 
is to be used. In 2008 we have ensured that individual 
level statistics are divided by gender in publications 
and on our intranet and external website.

other fActors thAt contribute to  
opportunities to exert An influence  
And equAl terms And needs
Data are still lacking from several parties in the road 
transport sector. In many cases historical data for com-
parisons and trend analyses are also lacking, and there 
is therefore a need for continuing measurement as well 
as developing parameters and measurement methods. 

The composition of boards and political councils at 
road transport sector parties in relation to gender is 
one parameter for the degree that the different sexes 
can influence the design of the road transport system. 

Report of results – A gender equal road transport system
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Elected offices at local authority specialist bodies in 
technology, environment, transport, and real estate, are 
held by 29 per cent of women and 71 per cent of men. 
Management groups at transport principals include  
16 per cent women.

 The extent to which women and men work part-time 
can influence travel patterns. A significantly larger pro-
portion of men than women work full-time. Women also 
take greater responsibility for caring for the young and 
elderly. Men work twice as many paid as unpaid hours, 
while women work as many paid as unpaid hours. Pay-
ments of child-care allowances (temporary parenting 
allowance) were received by 64 per cent of women and 
36 per cent of men. This most likely also has an affect on 
the transport needs of men and women. Society’s view 
of the roles of men and women changes slowly. This 
means that travel patterns also change slowly.

how cAn we Achieve A Gender equAl  
roAd trAnsport system?
Equality work must take place on several fronts and dif-
ferent levels in the Administration’s operations. In order 
to integrate equality into all activities at the administra-
tion we must guarantee that equality is included in the 
management system and becomes a normal part of op-
erations, for example in balanced scorecard goals, budg-
eting, activities planning, interim reports, and annual 
reports. In addition, development work must be run in 
areas of activity included in the picture of objectives for 
a gender equal road transport system. In these areas, in 
most cases, gender differentiated statistics are required 
in order to begin this analysis and integration. 

The SRA has interpreted Government demands for a 
gender equal road transport system by using a picture 
of objectives clarified in five strategies. The strategies 
have been created by the SRA, but are believed to be ap-
plicable for other players in the road transport sector. 

The strategies highlight areas that are particularly 
important to focus on if a gender equal transport sys-
tem is to be achieved. These are relevant for several 
years but are to be continually revised. The strategies 
are based on the rights and opportunities for women 
and men to use the road transport system and are to 
result in the achievement of certain results and condi-
tions. One prerequisite to achieve the goal is that activi-
ties focusing on other transport policy subsidiary goals 
also contribute to achieving the gender equality goal.

Strategy 1:  Women and men are to be equally repre-
sented in working groups, decision-making 
groups, and steering groups, as well as a 
gender equal allocation of responsibility in 
the road transport sector. 

Strategy 2:  To achieve transport services that are both 
socio-economically efficient and sustainable 
in the long term then women and men must 
be offered equal opportunities to use the 
road transport system.

Strategy 3:  All statistics at individual level are to be 
divided into women and men and the dif-
ferences are to be studied in analyses. 

Strategy 4:  SRA employees are to have knowledge, com-
petence and understanding of gender main-
streaming, and apply a gender perspective 
in their areas of responsibility. 

Strategy 5:  SRA management systems are to be de-
signed to take into account a gender per-
spective.

By consistently working in accordance with these 
strategies the SRA will contribute to achieving the 
transport policy subsidiary goal. When contributions 
from other organisations are also included then the 
road transport system will become increasingly equal.

Gender mainstreaming means operations are to 
be run so that the services offered to citizens are 
equally accessible, have the same high quality, and 
are equally adapted to all, irrespective of gender.
As part of this strategy, people responsible for an 
activity are to analyse and gender mainstream 
operations.

In order to gauge how far an organisation has come in 
its gender equality efforts then the “Ladder”1 model 
can be used. It includes both strategic and operative 
steps and illustrates how an organisation can attain 
gender mainstreaming. 

The eight steps of the ladder are to be seen as re-
peated parts in an ongoing process of change and can 
be used to measure both gender equality in the road 
transport system and how far an organisation has 
come in its gender mainstreaming.

Report of results – A gender equal road transport system
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We believe long-term efforts with gender mainstream-
ing at the SRA have stabilised during 2008. Basic 
knowledge about gender equality objectives and 
gender mainstreaming is believed to have increased, 
mainly as employees have completed the basic com-
puter-based training course. The strategic in-depth 
document on equality has been presented for various 
management groups and provides supporting mate-
rial for activities planning in 2009. Several measures 
in the in-depth document help gender equality to be 
taken into account in the SRA management system, 
that the representation of women and men is to be at 
least 60/40 in steering and working groups in various 
projects and that individual level statistics are divided 
by gender. This means that the SRA overall has moved 
closer towards the third step on the ladder. [Fig. 51]

conclusion  
There is a long-term political ambition to create a road 
transport system that meets the travel pattern needs 
of both men and women. It can be concluded that there 
is still a male dominance on forums that influence the 
creation, design and management of the road trans-
port system. Gender mainstreaming is overall low. This 
has most likely meant that improvement measures to 
the road transport system have been based on male 
travel patterns, and that the male perspective has re-
ceived greatest priority and most resources. For exam-
ple measures concerning accessibility for cars have 
been prioritised ahead of access to public transport.

Travel patterns for men and women are a reflec-
tion of gender patterns in society, with 100 or 1 000 
year-old roots, and are only changed slowly. Men and 
women have different roles and are at different places 
in society. This influences the need for journeys and 
transport and also travel patterns.  
 
Examples:

 Women work part-time to a greater extent and take • 
more responsibility for household work and caring 
for the young and elderly.

1. Jämstöd, utredningen om stöd för jämställdhetsintegrering  
i staten (N2005:02) [Jämstöd, an Inquiry into Support for Gender 
Mainstreaming in Central Government].

Men have larger labour market regions.• 
Men are more likely to travel by car.• 
Women are more likely to travel by public • 
transport.

In the short-term the road transport system is adapted 
to the current needs and requirements of individuals 
and the business community. There is however a risk 
that this can lead to a preservation of gender patterns 
and a lack of equality in today’s society. Gender equal-
ity efforts should be run in both the short and long 
term. This is why the organisations concerned should 
actively work to increase gender mainstreaming. This 
increases our opportunities to design a road transport 
system that is efficient for both men and women. A 
more “feminine” approach is to be preferred, with re-
gard to a sustainability perspective (economically, en-
vironmentally and socially), carbon dioxide problems, 
and road safety. This latter factor refers to significant 
differences in traffic fatalities between the two sexes.

plAnned meAsures As A result of the 
findinGs
The SRA’s detailed document for gender equality  
2008–2017 states that each area of activity should be 
responsible for gender mainstreaming. This means 
that all highlighted measures must be taken into ac-
count in activity planning: computer-based courses as 
well as training as part of everyday operations, devel-
opment of goals and parameters, action plans for high-
lighted areas etc. As the computer-based gender equal-
ity course has been used by other parties than the SRA 
then knowledge has also increased among these. In 
2009 the SRA is to publish proposals for methods to 
use gender equality in community planning, we are 
also to conduct a review of different effect relation-
ships with a particular focus on women and men.
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Plan and organise implementation

Inventory of operations

Survey and analyse

Formulate targets and measures

Implement measures

Follow-up results

1
2

3
4

5
6

7
8

[Fig. 51] Gender mAinstreAminG in eiGht steps 
Interpreting the “JämStöd Ladder” 
 
 

One goes up and down the step until the entire  
organisation (overall) achieves adequate result  
on all steps.
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Integrating the child’s perspective in activities

According to the SRA Strategic Plan 2008–2017, the 
UN Convention on the Rights of the Child is to be in-
tegrated into all activities.1 Parliament has adopted a 
national strategy to realise the UN Convention on the 
Rights of the Child in Sweden. The strategy empha-
sises that all state authorities are to respect some of 
the basic principles expressed in the convention:

 Article 2 concerns the creation of equal rights • 
for all children and demands among other things 
identification and data collection concerning the 
situation of children and factors that can influence 
their living conditions.
 Article 3, the principle to safeguard the interests • 
of the child in all measures that concern children, 
means that ahead of planning and decisions con-
cerning children an assessment must be carried 
out to highlight the best interests for children, i.e. 
child impact assessments.
 Article 6, the principle about the child’s right to • 
life and development, concerns the creation of an 
environment for the child that offers the best pos-
sible opportunities for survival and development. 
This requires collaboration between all parties.
 Article 12, the principle of the child’s right to ex-• 
press his or her views, concerns offering children 
an opportunity to express views on issues that 
concern them.2

The report of SRA measures for integrating a child’s 
perspective into its activities is linked with the na-
tional strategy.

meAsures implemented to discover how 
children Are Affected or influenced by  
the roAd trAnsport system
The SRA has in various ways identified and collected 
data about how children are affected or influenced by 
different factors in the road transport system, in ac-
cordance with article 2 of the convention.

The SRA was instructed by the government to study 
the advantages and disadvantages of a 30 km/h speed 
limit for vehicles passing buses that have stopped to 
allow passengers to board or alight – known as the 
30-rule. Five municipalities (Gotland, Linköping, Luleå, 

Integrating the child’s perspective  
in activities

Kristianstad and Örnsköldsvik) have conducted trials 
using various measures to increase safety for bus trav-
ellers, mainly for children.3 4 5 6

The trials indicate that the 30-rule offers greater 
safety for bus travellers, but that additional measures 
are required to increase safety, primarily for children 
on their way to or from bus stops and while waiting at 
a stop. The SRA has proposed that Sweden with certain 
exceptions introduces a 30 km/h rule for vehicles pass-
ing a standing bus fitted with a 30 km/h sign. The rule 
should apply on roads with a speed limit up to and 
including 70 km/h. We propose that the rule should be 
fully implemented for buses that drive school-related 
journeys by 2016.7 Other surveys have been conducted 
about school routes for children and inventories of 
bus stops and cycle paths. These have been carried 
out in dialogue with municipalities, using surveys, at 
meeting with transport authorities, parents, children 
etc. The results have been included in basic data used 
in planning measures and local authorities have also 
shared these results.
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child impAct Assessments
Article 3 of the Convention, the principle to safeguard 
the interests of the child, means that a child impact 
assessment should be carried out for all measures 
that concern children. Appropriate authorities should 
as far as possible ensure that the best interests of the 
child are included in assessments and reported in the 
decision-making process.1

Nine child impact assessments have been conducted 
during the year. Most of these have concerned the con-
struction of pedestrian and cycle paths and measures 
to link the existing pedestrian and cycle network. An-
other three assessments have been started. 

A child impact assessment has been carried out of 
the trial with the 30-rule. The trials found that speeds 
were reduced when a bus was present but did not 
fall to 30 km/h. The analysis indicates that the best 
measure to improve safety for children during school 
transports is to ensure that the route does not require 
children to cross roads when they are walking to or 
from a bus stop. In cases where children must cross 
a road then the best measure is to rebuild the traffic 
environment. 

and passages, building hourglass bus stops, state sub-
sidies to municipalities to implement road safety meas-
ures for children etc. School roads have been prioritised 
in measures keeping roads free of snow and ice.

methods used to Allow children to  
express their views
The SRA has used various methods to allow children 
to express their views in accordance with article 12 in 
the UN Convention on the Rights of the Child. In road 
projects where the SRA has carried out child impact 
assessments then affected children have submitted 
opinions. As part of trials with the 30-rule, then school 
transport children have participated by presenting 
how they see problems and risks at bus stops.2 The 
views of children have been documented and been 
used as a basis for measures.

As part of dialogue meetings with the general public 
special activities were set up focusing on children’s 
destinations and movement patterns. Project leaders 
and consultants have visited schools to offer informa-
tion about planned rebuilding measures and to collect 
knowledge and opinions from school children. In some 
sectoral projects, evaluations have been carried out to 
collect knowledge and experiences. Projects have been 
improved as a result of the opinions of children.

The SRA website Hitodit addresses children directly. 
It aims to offer children aged six to twelve a forum to 
express opinions and ask questions to the SRA.
 
informAtion And educAtion
The SRA has started a joint venture with the National 
Agency for Education, the Swedish Police Service, the 
Swedish Association of Local Authorities and Regions 
and the National Society for Road Safety to support 
traffic efforts in schools. 

Several projects concern information to schools and 
parents about safe drop-off places for children and 
speed limit restrictions near to schools. Other activi-
ties concern collaboration with local authorities in 
projects targeting young moped drivers.

Campaigns encouraging walking or cycling to school 
have been carried out together with some municipali-
ties. We have also offered information and training 
about cycle helmets, visibility, children in cars etc. 
focusing on younger children, parents and teachers.

Don’t Drink & Drive is a project including a series of 
activities which all aim to provide knowledge to young 
people about the risks associated with alcohol and 
driving. The information, which is mainly for adults, 
is available on the SRA website.

project leaders and consultants have visited 
schools to offer information about planned 
rebuilding measures and to collect know-
ledge and opinions from school children.

joint ventures with vArious pArties to  
improve the roAd trAnsport system for 
children
The SRA has within the framework for its sectoral re-
sponsibility run various joint ventures to improve the 
road transport system for children. The joint projects 
are linked to the strategy to implement the rights of 
the child in accordance with article 6.

 We have placed particular focus on the children’s 
rights in studies of municipal plans. We have held meet-
ings and conducted other communication to influence 
civil servants and child representatives at munici-
palities that work with coordination, information and 
education to improve school routes and road safety for 
children.

A school transport OLA analysis has been carried out 
to test whether the OLA method can be used for an in-
quiry into responsibility and roles in the field of school 
transports. OLA is a Swedish acronym for Objektiva 
Fakta [Objective facts], Lösningar [Solutions] and Avsik-
ter [Intentions] and the method means different parties 
collaborate to find solutions and submit declarations of 
intent.

Targeted measures to improve school routes for chil-
dren have been completed, such as constructing pedes-
trian and cycle paths, securing pedestrian crossings 

Integrating the child’s perspective in activities



62

The SRA usually includes a specific theme in its Sectoral 
Report. This year we have chosen to look at a topical city 
issue, congestion.  

trAnsport Authority tAsks
The most important task and main goal for transport 
authorities is using a limited budget to create the best 
possible benefit in both the short and long term. In or-
der to find the optimal mix of solutions, it is not enough 
to discover the amount of money needed to implement 
various measures. One must also obtain knowledge 
about what is important and valuable for society and its 
citizens. Reducing city congestion is an important task 
from the perspective of both individuals and society.

whAt cAuses conGestion?   
When you have decided to make a journey then you 
also assess whether the benefit from the journey is 
greater than the sacrifices and costs required to com-
plete the journey. 

This is of course the case for all decisions in life – 
both great and small. It is not necessarily so that your 
choices are only dependent on the benefits and costs 
that affect you. Some people also consider environ-
mental aspects while others think of vulnerable road 
users when they make their choices. For journeys to 
and from work then you made an important choice 
when you signed your contract and decided that you 
were prepared to accept costs and sacrifices associ-
ated with this transport to and from work.

Congestion is the result of many people’s assessment 
that it is actually worth sitting extra time in queues in 
the morning. People are prepared to offer a little extra 
time on journeys in order to live in a house instead of 
an apartment, perhaps, or to move closer to the coun-
tryside. Time is sacrificed in order to achieve something 
positive. For people that choose to slowly roll along the 
road during the rush hour, then advantages with this 
journey still outweigh the disadvantages. 

However, there are also people that decide not to 
make the journey. Perhaps congestion – the extra time 
the journey did not really need to take – is the final 
straw that convinces some people not to drive when 
traffic is moving at its slowest.

What do people do who have a negative result in 
their travel calculation? The people that decide the 
disadvantages are greater than the advantages of driv-
ing by car at seven-thirty in the morning from their 
residence in Partille in to central Göteborg. [Fig.  52] 

Theme: City congestion 

Do they choose to travel earlier to avoid the worst con-
gestion? Or can they perhaps choose to travel by bus, 
metro or tram instead of a car? People could perhaps 
choose an alternative route that is longer but with less 
congestion. Do some people decide not to travel at all? 

If it is possible to work from home instead of in cen-
tral Göteborg then you have gained not only time and 
money but also reduced environmental and road safety 
costs. But a decision not to make the journey and ex-
pose yourself to congestion also means you miss the 
exchange and fellowship of colleagues. In addition, 
distance working is not possible in all types of work. 
To reduce your time in congestion by travelling a little 
earlier or later is of course one alternative for people 
that can do this. But this could mean you do not have 
time to meet your family in the morning. You gain 
time but could lose convenience and quality of life by 
changing your time of travel to a time that was not 
your first choice. When you know a journey can be  
20 minutes longer than other hours of the day then 
public transport could be a good alternative. If you 
travel by bus into the city from Partille than you avoid 
congestion – at least on stretches that have a public 
transport lane. Travelling by commuter train avoids all 
congestion. The train journey takes only about 10 min-
utes – if there are no unforeseen delays.

[Fig. 52] speed durinG peAK morninG hours on roAds  
between pArtille And centrAl GöteborG Km/h
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reducing city congestion is an important 
task from the perspective of both  
individuals and society.
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whAt is the price of conGestion?
Is this an important question? Do we need to know 
what congestion costs us, in terms of time, money and 
environmental impact? Why do we need to know this? 

Anyone with a limited amount of funds at their dis-
posal wants of course to get the most benefit possible 
from as little cost as possible. If you have a salary that is 
not enough for all of your purchases, then you must pri-

oritise. This is similar to a state that has a limited budget, 
which is not sufficient to fulfil all desires and solve all 
of society’s problems. It is important then to assess dif-
ferent alternative solutions to find solutions that cost 
least but fulfil most desires and solve most problems. 
Politicians have the final responsibility for the best use 
of taxpayers’ money.  

Theme: City congestion
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The most important task and main goal for transport 
authorities is to use a limited budget to create the best 
possible benefit. The chosen solution must of course be 
equally beneficial in both the short and long term. If you 
have a limited budget, then solutions must be priori-
tised that together and over time offer the best possible 
benefits at the lowest possible cost. In order to find this 
optimal mix of solutions, it is not enough to discover 
the amount of money needed to implement various 
measures. One must also obtain knowledge about what 
is important and valuable for society and its citizens. 
What is most effective: to reduce congestion by build-
ing a new bus or car lane or to introduce congestion 
charges for road users? Perhaps the most effective solu-
tion would be to change or increase the number of bus 
routes or to reduce the risk of delay on commuter trains. 
Or why not a combination of these measures? 

Now that we understand that it is highly relevant to 
attempt to find out how much congestion costs, then we 
can begin to study what these costs could encompass.

Congestion costs could be dependent on a series of 
factors. There is a difference if you choose to travel at 
a time when you only expect a lesser degree of conges-
tion or if congestion is greater than normal. A journey 
that experiences greater congestion than normal is of 
course more costly. This type of congestion is some-
times called travel time uncertainty. The chosen mode 
of transport is also important. If you have chosen to 
travel by bus for a particular journey then congestion is 
not as expensive in terms of environmental emissions 
compared with the same journey by car. If there are 
public transport priority lanes then travel time could 
even be shorter by bus than the same journey by car. 

Another reason that is important for the cost of 
congestion is the reason for the journey. For a journey 
to work, time loss resulting from congestion could be 
more costly than for a journey home at the end of your 
working day. A ten minute delay can cost more in the 

morning than in the evening. But the opposite could be 
true, that the journey home may have the highest con-
gestion cost. If you are late picking up children from 
day-care, which closes at 17, then avoiding congestion 
may be highly important. If you have an important 
time to keep, such as a dental appointment or flight to 
catch, then congestion can be very costly, particularly 
unexpected congestion. Evaluating congestion can 
therefore be different, not only between individuals 
but for one and the same period depending on the rea-
son for a journey.

In addition to the more obvious and direct costs in 
terms of time and environmental impact resulting 
from congestion, there are also costs that are more 
complicated. The risk for long travel times resulting 
from congestion is that it could contribute to convinc-
ing people to limit their labour market to areas near 
to their home. This also reduces opportunities to find 
suitable work that could offer valuable development 
opportunities both for the individual and the work-
place and also for society at large. There is of course 
also a risk that people do not find work at all near 
where they live. Matching on the labour market is re-
duced and the cost for congestion could be a reduction 
in labour market mobility, resulting in both poorer 
quality of life and tax income reductions or higher 
costs for the state.

Congestion is therefore an important problem to 
solve, both for society’s best and for the individual.
 
how Are conGestion issues meAsured And 
mAnAGed in sweden And other countries?
The SRA regularly measures congestion on several 
routes and approach roads into Stockholm, Göteborg 
and Malmö. It is important to road users and transport 
to avoid unexpectedly long travel times, i.e. that travel 
times do not regularly differ from expectations, ir-
respective of whether this is a result of expected con-

Theme: City congestion
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gestion or not. Unexpected congestion has therefore 
a much higher value than expected congestion. Both 
the SRA and Banverket assess how great the benefit is 
of reducing travel time uncertainty through various 
measures.

There are different definitions of the term conges-
tion. In London the definition is “extra travel time or 
delay produced in reference to a reference level”. Regu-
lar congestion measurements are carried out here. One 
congestion parameter used is to report the effect of 
congestion charges on central London. Congestion tax 
was introduced in February 2003. The parameter “ex-
cess delay” is used to indicate how much longer a jour-
ney took per kilometre. Congestion decreased when the 
congestion tax was introduced in 2003.

The Netherlands has identified major problems with 
accessibility in recent years. It has therefore decided 
in 2008 to improve the situation. In order to control 
and monitor developments, the main focus is to be on 
reducing travel times from door to door, to reduce traf-
fic congestion, and to increase travel predictability, i.e. 
the proportion of journeys that are on time. The aim is 
that by 2020 to achieve 1992 levels for each respective 
parameter.1 

Ireland is working to increase accessibility for par-
ticularly vulnerable areas and urban environments. 
These efforts are being run within the frame for a 
project called RAPID, and the results to date have been 
fairly positive.2

1. Veerkenwaterstaat, Netherlands Policy Framework for utilisation – 
A pillar for better accessibilty 2008.

2. National Roads Authority Project Appraisal Guidelines Appendix 21, 
2008, http://www.nra.ie/Publications/ProjectAppraisal/.

Another possibility is to introduce tolls on roads with 
heavy congestion during certain hours of the day. This 
would convince some people that previously made 
journeys or transports during peak hours to make other 
choices. People that are not willing to pay the extra road 
toll cost could perhaps have an alternative that is now 
more beneficial when road tolls are also included in the 
calculation. Perhaps the journey could equally well be 
made at some other time of the day. Or it may be pos-
sible to coordinate this with another journey so that you 
only need to make one journey rather than two. Perhaps 
public transport could be used instead of the car. Work-
ing from home one day a week is perhaps also a pos-
sibility. Control mechanisms such as petrol tax and 
political support for the extension of the electric car 
recharging network could be more important in both 
the long and short term for how people choose to travel.

Special lanes for public transport would make it 
possible for more people to choose the bus instead of 
the car. This could be combined with measures that 
make it less advantageous to choose the car, such as 
road tolls or traffic control that offers priority to buses 
rather than cars. Traffic information and traffic control 
enable fast information to travellers. This information 
could be used to manage traffic when certain roads are 
closed during roadworks or an accident. 

Building new infrastructure, such as completely 
new stretches of road, not only offers regional devel-
opment and labour market development. If journeys 
that do not have a start and destination in the centre 
of towns or cities can be transferred from congested 
roads to new roads then this could reduce congestion 
and improve urban environments. It must however 
be remembered that major new infrastructure invest-
ments also create new journeys, and there is a risk that 
greenhouse gas emissions from passenger car traffic 
increase. A combination of congestion charges, new 
infrastructure, investments in public transport, and 
subsidies towards the development of electric hybrid 
vehicles could however regulate these effects. 

Minor changes on existing road can reduce conges-
tion on the local road system, such as extra lanes or 
signal controlling, which enables a higher traffic flow 
rate on the main roads. These types of measures are 
called tuning measures.

There are many ways to reduce congestion, but one 
must remember that measures can result in other 
changes. It is important to attempt to describe all of 
the changes resulting from a measure, and to view the 
entire picture and see what a combination of measures 
may achieve. It is important to find solutions that over-
all offer the greatest benefits at the lowest cost using 
careful analysis of different alternative solutions and 
combinations of measures.

 

one of the most important opportunities to 
effectively reduce congestion is cooperation.
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reduced conGestion  
– An importAnt chAllenGe!
One of the most important opportunities to effectively 
reduce congestion is cooperation. A key task that is 
currently underway is to strengthen cooperation be-
tween authorities in order effectively to act to achieve 
sustainable regional growth. The government has com-
missioned several authorities to study opportunities 
for collaboration on this issue. These authorities  
include Banverket, the Swedish National Rural  
Development Agency, the Swedish Consumer Agency, 
the Swedish National Post and Telecom Agency, the  
National Public Transport Agency, the Swedish Insti-
tute for Transport and Communications Analysis and 
the SRA, which cooperate in a joint group. 

It is of course highly important that forms for coop-
eration are drafted at an overall strategic level in such 
a way that cooperation really works in practical appli-
cations. Cooperation can take place in many different 
ways. When the SRA is planning if and how a public 
transport lane should be constructed, then it is impor-
tant to cooperate with authorities that are responsible 
for road public transport in the area. 
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Developments in the Swedish economy and population 
have a great impact on transport. Despite the financial 
situation during the autumn, Swedish GDP grew in 
2008 by about 0.81 per cent and its population by about 
0.792 per cent. Vehicle mileage on state roads fell by 
about 0.9 per cent for passenger cars while no change 
was discernable for heavy traffic.  

 
Definitions:
Vehicle mileage: Total distance driven by all vehicles  
(vehicle kilometres). 

Passenger transport mileage: Total distance travelled by all 
passengers (passenger kilometres). 

Goods transport mileage: The total quantity of goods  
transported multiplied by the number of kilometres  
(tonne kilometres).
 
 

Transports in Sweden
 
Road traffic accounts for 86.6 per cent of all passenger 
transport mileage in Sweden. Rail traffic accounts for 
10.2 per cent and air traffic 2.6 per cent. Passenger 
transport mileage by car has fallen slightly and pas-
senger transport mileage by rail has risen slightly 
compared with 2007. [Fig. 53]

Facts about the transport sector 

Since 1999, passenger transport mileage on the roads 
has increased by 7.2 per cent, rail transport by 37.9 per 
cent and maritime transport by 21.5 per cent, while air 
transport has fallen by 3 per cent. In 2008, passenger 
transport mileage on the roads fell by 0.7 per cent and 
by 0.2 per cent for maritime transport compared with 
2007. At the same time as passenger transport by air 
grew by 4.2 per cent and rail transport by 6.4 per cent.

Road traffic accounted for 40.5 (42.1) per cent of the 
total goods transport mileage in 2008 (1999), maritime 
traffic for 36.9 (36.3) per cent and rail traffic for 22.6 
(21.6) per cent. [Fig. 54]

 

Road traffic
 
Passenger car mileage decreased by 1.1 per cent 
during 2008. Since 1999 vehicle mileage has however 
increased by 8 per cent. Bus mileage has fallen by 12.7 
per cent since 1999. For motorcycles, mileage has al-
most doubled between 1999 and 2008. Between 2007 
and 2008 the increase was 2 per cent.

Lorry vehicle mileage has increased by 38.5 per cent 
since 1999. For light and heavy lorries, this increase 
was 53.2 and 21.0 per cent respectively. For light lor-
ries vehicle mileage has increased proportionally over 
the past decade. This is in part a result of a growth in 
light lorry sales, but also because passenger cars have 
been reclassified as light goods vehicles. [Fig. 55]

Facts about the transport sector

Maritime transport 0.6%Air transport 2.6%
Rail transport 10.2%

Road transport, 
other 10.8%

Road transport, 
passenger cars 75.8%

[Fig.53]  PROPORTION OF PASSENGER TRANSPORT MILEAGE 
 IN SWEDEN PER MODE OF TRANSPORT 

Source: SIKA. 
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[Fig.54]  GOODS TRANSPORT MILEAGE IN SWEDEN, 
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Source: SIKA and Banverket.

1. Forecast from the National Institute of Economic Research.
2. Preliminary forecast from SCB dated 30 November 2008.
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On the state road network, vehicle mileage has in-
creased by 13 per cent since 1999. This increase has 
been greatest on European highways, by 18 per cent. 
Vehicle mileage on state roads fell in 2008 by about  
0.8 per cent compared with 2007 (in 2007 vehicle mile-
age rose by 2.8 per cent). Vehicle mileage for passenger 
cars on state roads fell in 2008 by 0.9 per cent (+2.4 per 
cent in 2007), while vehicle mileage for heavy vehicles 
was unchanged. 
 

roAd-users
Swedes travel an average 40 km each day, 29 km of 
which are by passenger car. On average, men travel 
44 km per person and day, while women travel 35 km. 
The total travel distance in 2008 was 108 billion pas-
senger kilometres, 60 billion for men and 48 billion for 
women.3 

80.3 per cent of the population aged 18 and over 
owned a driving licence in 2008, a total 5.9 million  
people. 74.3 per cent of women and 86.5 per cent of men 
had a driving licence.

Facts about the transport sector

[Fig.  55]  vehicle mileAGe, million vehicle Kilometres 

 1999 2000 2001 2002 2003 2004 2005 2006 2007 2008

Passenger car 58 931 59 654 60 247 61 961 62 549 62 971 63 188 62 979 64 390 63 658

Light lorry ≤ 3,5 tonnes 4 496 4 705 5 002 5 412 5 656 5 909 6 191 6 403 6 788 6 890

Heavy lorry > 3.5 tonnes 3 808 3 894 3 963 4 095 4 118 4 155 4 230 4 337 4 591 4 608

Bus 976 945 919 927 913 890 876 872 876 852

Moped 109 119 143 160 184 201 242 283 315 337

Motorcycle 426 468 511 578 625 674 712 755 812 828
 
Source: Swedish National Road and Transport Research Institute (VTI), SCB, SIKA and SRA. Data are based on a revised vehicle mileage model which also uses the mileage database.

3. Domestic trips for persons aged 15–84.  
 Source: RES (measurement period 1 October 2005–30 September  
 2006). No travel habit survey was carried out in 2008. Figures have  
 been adjusted based on population growth. Average journey length  
 and number of journeys per person is assumed to have been  
 constant.
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vehicles
The number of new car and lorry registrations has 
decreased by 18.4 and 10.3 per cent respectively com-
pared with 2007. The greatest decrease occurred dur-
ing the fourth quarter, when new registrations for cars 
fell by 35 per cent compared with one year earlier. The 
number of deregistered cars also rose in December 
2008 by 9 per cent compared with December 2007. The 
number of directly imported cars in 2008 totalled  
20 896, which is 30.1 per cent lower than 2007. [Fig. 56]

For motorcycles and mopeds June figures are reported 
for each year as most motorcycles and mopeds are on 
the roads during June–August. 

Of light vehicles (passenger cars, light lorries and 
minibuses), 80.8 per cent operated on petrol (of which 
0.3 per cent were electric hybrid vehicles) and 15.7 per 
cent diesel. The remainder primarily used ethanol (2.9 
per cent) or natural gas (0.3 per cent). 96.4 per cent of 
heavy vehicles (heavy buses and heavy goods vehicles) 
were diesel powered. The remainder used petrol (1.6 
per cent), ethanol (0.6 per cent) or gas (1.4 per cent). 

Facts about the transport sector

[Fig.56]  number of vehicles on the roAds At the end of respective yeArs, in thousAnds

   2004 2005 2006 2007 2008

Passenger car 4 116 4 157 4 207 4 264 4 285

Bus  13 13 14 13 13

Light goods vehicle (≤ 3.5 tonnes total weight) 365 385 401 424*** 431***

Heavy goods vehicle (> 3.5 tonnes total weight) 75 76 79 80*** 80***

Trailer 805 834 863 898 926

Snowmobile 156 170 177 184 191

Tractor 327 327 327 324 322

Motorcycle (as at 30 June)**** 235 250 269 287 297

EU moped Class I (as at 30 June)**** 48 72 94 118 130

Moped Class II 104** 87* 83* 80*** 78***

Source: SIKA (unless otherwise specified). 
 * Vehicles with mandatory insurance as of 30 June. Source: Swedish Insurance Federation.
 ** Vehicles with mandatory insurance as of 31 Dec. Source: Swedish Insurance Federation.
 *** Estimated figures.
 **** Source: SCB.
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The proportion of renewable fuels1 in the entire road 
transport sector in 2008 amounted to about 5.0 (4.2) 
per cent. This increase since 2007 is mainly a result 
of an increased use of E85 but was also boosted by an 
increase of biogas and RME/FAME use. Petrol prices 
fell during the autumn at the same time as E85 prices 
rose, so in November it was more expensive to drive a 
car on E85 compared with petrol. This resulted in a 60 
per cent drop in E85 sales from September–October to 
November–December. [Fig. 57] 

The proportion of vehicles that can run on alterna-
tive fuels is on the increase. Of all light vehicles regis-
tered in 2008, 20.9 per cent can operate on alternative 
fuels. The percentage of newly registered light goods 
vehicles2 that can operate on alternative fuels3 rose 
by about 57.8 per cent in 2008. Almost 20.4 (10.7) per 
cent of all vehicles registered in 2008 can operate on 
alternative fuel. For passenger cars registered in 2008, 
18.8 per cent were ethanol cars, compared with 8.5 per 
cent in 2007. The percentage of diesel cars has however 
grown from 40.3 per cent in 2007 to 42.1 per cent in 
2008, despite a decrease in diesel vehicle registrations 
by 12 000 cars compared with 2007. [Fig. 58]

The amount of petrol (excluding ethanol mix) de-
livered for the first eleven months 2008 was about 6.6 
per cent lower than for the corresponding period 2007. 
This is mainly because petrol-fuelled passenger cars 
and light lorries have been replaced with diesel and 
ethanol vehicles.

The amount of diesel fuel delivered was about 3.1 per 
cent higher during the first eleven months 2008 com-
pared with the same period 2007.4 In the road transport 
sector diesel consumption has risen in part because of 
the growing number of diesel vehicles, and in part be-
cause vehicle mileage with heavy trucks has risen. An 
increased admixture of fatty-acid methyl ester (FAME) 
in diesel meant the rise in diesel deliveries slowed 
slightly. This rise including FAME totalled 19.3 per cent.

Fuel consumption for new passenger cars in 2008 

Facts about the transport sector

1. Includes RME (ethanol mix in diesel and pure), biogas (not natural 
 gas) and ethanol (ethanol mix in petrol, in E85 and almost pure in  
 bus fuel). Only the renewable part of the fuel is included. 
2. Vehicles registered for the first time in the EU. A total 324 023  
 (392 960) vehicles were registered in 2008.  About 66 178 (42 001)  
 of these can operate on alternative fuel. 

[Fig.58]  percentAGe new vehicle reGistrAtions  
 per fuel type

light vehicles 2004 2005 2006 2007 2008

Petrol 81.9 78.4 63.9 49.8 38.3

of which  

electric hybrids 0.3 0.7 1.3 1.8 3.5

Diesel 15.9 18.3 27.5 40.3 42.1

Ethanol 1.8 2.7 7.4 9.3 18.8

Gas 0.4 0.6 1.2 0.6 0.7

Electric 0.0 0.0 0.0 0.0 0.0

heavy vehicles     

Diesel 97.2 95.6 94.5 96.7 97.1

Gas 2.5 1.9 2.7 1.9 1.7

Ethanol 0.0 0.0 1.5 0.1 0.4

Petrol 0.3 2.5 1.3 1.3 0.7

[Fig.59]  fuel consumption And cArbon dioxide emissions for new pAssenGer cArs

    1995* 1998 1999 2000 2001 2002 2003 2004 2005 2006 2007 2008

Petrol l/100 km 9.3 8.7 8.5 8.3 8.4 8.4 8.3 8.3 8.2 8.0 7.8 7.5

Diesel l/100 km 7.5 6.5 6.5 6.5 6.7 6.9 7.1 7.1 7.0 6.9 6.6 6.3

Total petrol and diesel l/100 km 9.3 8.5 8.3 8.2 8.3 8.3 8.2 8.2 8.1 7.8 7.3 7.1

CO2 g/km for petrol driven 222 208 203 199 199 198 198 197 194 190 185 178

CO2 g/km for diesel driven 199 174 175 176 178 183 188 189 188 183 175 167

Total petrol and diesel CO2 g/km 221 204 201 197 198 197 198 197 194 189 181 174
 
Source: Bilindustrin, ACEA, JAMA, KAMA (1995–2004) and SRA (2005–2007). Figures for 2008 are preliminary.
* 1995 is the base year for the European agreement on reducing carbon dioxide emissions from new cars.

[Fig.57]  proportion of renewAble fuel in the entire  
 roAd trAnsport sector 

 
 2004 2005 2006 2007 2008

Proportion of renewable  
fuel in the entire road  2.4 2.6 3.5 4.5 5.0 
transport sector, %  

was on average 7.1 l/100 km, a reduction by 0.2 l/100 km 
since 2007. This is the lowest fuel consumption since 
records began in 1978. The carbon dioxide differentiated 
vehicle tax introduced in 2006 has together with the 
green car premium contributed to this reduction in fuel 
consumption. The economic situation during the second 
half of 2008 may also have influenced fuel consumption. 
Sweden is one of the EU countries with the highest 
share of biofuel. In 2007 this was 2.2 per cent, compared 
with about 1 per cent in EU countries.

Carbon dioxide emissions for new passenger cars 
in 2008 averaged 174 g/km. In 2007 carbon dioxide 
emissions averaged 158 g/km for new cars in the EU. 
[Fig. 59]

3. Includes all types of fuel excluding petrol and diesel.
4. Relates to the total amount of diesel delivered. This also includes  
 diesel for other purposes than as fuel in the road transport sector.
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infrAstructure
The Swedish road network comprises 98 400 km of 
state-owned public roads and 41 000 km of municipal 
streets and roads. In addition to public roads there are 
about 76 150 km of private roads receiving state subsi-
dies and a large number of private roads without state 
subsidies, most of which are forest roads. [Fig. 60]

New traffic regulations came into force on 1 May 
2008, introducing new speed limits. In 2008 a review 
began of speed limits, on 90 and 110 km/h state roads 
and on the municipal road network, mainly in urban 
areas. This review was carried out as part of planning 
for 2010–2021. The table below shows that changes 
have resulted in a redistribution of both road length 
with different speed limits and the number of vehicle 
kilometres per speed limit. [Fig. 61]

By the end of 2008, 33 billion vehicle kilometres were 
on roads with speed limits exceeding 80 km/h.
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[Fig.60]  roAd lenGth And vehicle mileAGe 2008

category  road length, km*  number of vehicle 
   km (billions)

State roads  98 400 52

road category  

European highways 6 400 20

Other national roads 8 900 13

Primary county roads 11 000 8

Other county roads 72 100 11

road type  

Motorways 1 860 14

Undivided motorways 360 1

of which traffic flow separated 330 1

4-lane roads 200 1

Ordinary roads 96 020 36

of which traffic flow  
separated 1 660 3

local authority streets  

and roads 41 000** 22

Source: SKL, VTI and SRA.
 * Rounded figures. 
 ** Figures for 2005.

[Fig. 61  roAd lenGth And vehicle mileAGe divided  
 by speed limits

 2008 2007

category road   number of road  number of 
 length,  vehicle km length, vehicle km   
 km* (billions) km* (billions)

speed limit

120 km/h     330 1      50 0

110 km/h   3 400 9  5 400 13

100 km/h   1 930 4  

 90 km/h 23 600 19 24 450 21

 80 km/h     400 1  

 70 km/h 60 860 14 60 650 14

 60 km/h       10 0  

 50 km/h   7 600 4   7 600 4

 40 km/h       10 0  

 30 km/h     260 0     250 0

Source: SKL, VTI and SRA.
 * Rounded figures.
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Vägverket
Swedish Road Administration
SE-781 87 Borlänge, Sweden
www.vv.se  vagverket@vv.se

Phone: +46 771 119 119.  Text telephone: +46 243 750 90.  Fax: +46 243 758 25.


